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Porsche’s new turbocharged future revealed 
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Unleash the 
all-new Audi RS 3 


The all-new Audi RS 3's award-winning 2.5 TFSI 5-cylinder turbo-charged 
engine sprints from O-lOOkm/h in just 4.3 seconds. Now available for the 
first time in Australia. 


If you think you can tame the RS 3, book a test drive 
at your preferred Audi Dealer or audi.com.au today. 


^Overseas model shown with optional equipment. 
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THINK M PURE THOUGHTS. 

THE BMW M5 PURE. 


Meet the BMW M5 built for the ultimate M purist. The BMW M5 Pure offers an 
unbeatable level of performance per dollar for the M enthusiast who wants to 
experience the pure adrenaline of a V8 powered masterpiece. The high-revving V8 
engine with M TwinPower Turbo technology delivers 412 kW, hurtling the M5 from 
0 to 1 00 km in just 4.3 seconds. What sets the M5 Pure apart is the 20” M Double 
spoke alloy wheels, BMW ConnectedDrive Freedom package,* Frozen Paintwork 
and sport seats - all as standard. If only the pure thrill of the power of M will do - 
the BMW M5 Pure is for you. Contact your preferred dealer today. 








AN ICON JUST GOT LARGER 


THE NAVITIMER 46 mm 


BREITLING BOUTIQUE 

30 CASTLEREAGH STREET 

SYDNEY 





ITS OUR RACE CAR. OFF-DUTY. 

The Volvo S60 Polestar. With a 257kW, 3.0-litre 
turbocharged engine, 500-FNm of torque, 
Ohiins suspension, AWD and launch control. 

MAKE YOUR VOLVO DEBUT 

volvocars.com.au 



TOYOTA 86. 

BEST SERVED RAW. 



The Toyota 86 was created for one reason 
only: Raw Driving? The goose-bumps 
begin as soon as you step on the 
accelerator, unleashing 147k\A/ of power 
from a lively 2.0L boxer D-4S engine, bred 
from our enviable racing heritage. 

Of course power needs control, which is 
why the 86 is engineered to sit low, 
hugging the road with sports suspension 
and 17inch wheels on the GTS. 

With the 86, there’s something for all your 
senses, so feast your eyes on the 
performance-styled cockpit, with added 
extras like Bluetooth®*capabilities, cruise 
control and a 6.1inch touch-screen audio 
system. The only thing left to add is you. 
To fall in love with Raw Driving®again, 
head to your Toyota Dealer today. 


*The Bluetooth® word mark is owned by Bluetooth SIG, Inc. Not all devices 
are compatible and functionality varies depending on the device. 
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METRES BENEATH THE SURFACE 

Pelagos is the fruit of more than 6o years’ experience in undersea adventure coupled with TUDOR’s 
peerless technical development. The ultimate tool watch, it encases the first movement developed and ^ 
produced by TUDOR, beginning a new era in the brand’s history. 


PELAGOS 

Self-winding mechanical Manufacture TUDOR MT5612 movement, officially certified chronometer, 
non-magnetic silicon spring, approx. 70 hour power reserve. Waterproof to 500 m, 42 mm titanium and 
steel case. Visit tudorwatch.com and explore more. 


TUDOR 

WATCH YOUR STYLE 


TUDOR WATCHES ARE AVAILABLE AT; 

SYDNEY Gregory Jewellers Bondi junction 02 9389 8822, Gregory jewellers Castle Hill 02 8850 7080, Gregory jewellers Chatswood 02 9884 8900 
Gregory Jewellers Parramatta 02 9633 5500, j Farren Price 02 9231 3299, LK Boutique 02 9518 9499, Swiss Concept 02 9221 6288, The Hour Glass 02 9221 2288 
Watches of Switzerland 02 9251 0088 I MELBOURNE Grima 03 9663 3303, JR/Watch Co. 03 8416 8189, LK Boutique 03 9686 7900, The Hour Glass 03 9650 6988 
BRISBANE Langfords jewellers 07 3210 0614, The Hour Glass 07 3221 9133 I CAIRNS Watches of Switzerland 07 4031 5766 I ADELAIDE j Farren-Price 08 8223 2787 
PERTH Smales jewellers 08 9382 3222, Watches of Switzerland 08 9322 8800. 
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iDontCrackUnderPressure 


TAG Heuer Flagship Stores 

Sydney: Corner of Pitt & Market St 

Melbourne: 330 Collins St • Melbourne Internationa! Airport 

Brisbane: Corner of Elizabeth & Edward St 

www.tagheuer.com • 1800 809 915 


TAG 


TAG Heuer 

SWISS AVANT-GARDE SINCE I860 



TAG HEUER CARRERA CALIBRE 1887 

Steve McQueen’s legacy is timeless. More than an actor, more than a pilot, 
he became a legend, Like TAG Heuer, he defined himself beyond standards and 

never cracked under pressure. 


Ed Speak 

As a young enthusiast I eagerly devoured car 
magazines, but I never understood the fuss 
about the Porsche 911. 



TWENTY YEARS LATER I'D GRADUATED TO 

writing car magazines and was eventually tossed the keys 
to my first-ever 911. Could this Lapis Blue 996 Carrera really 
over-deliver on the relatively modest promises made by its 
235kW 3.6-litre flat-six? You see, as a snotty-nosed, power-and- 
performance-obsessed youngster. I’d never understood how 
generations of 911s could be judged superior to the wedgy Italian exotics that I 
adored and that adorned my bedroom walls. On paper, the 911 just didn’t make 
sense (an innocent argument that is largely true of today’s 911). 

Foregoing sleep, I set out to maximise my time in that first 911, to get under 
its skin and to understand what the fuss was about. For 13 hours, that bog- 
stock, manual Carrera allowed me to peel back its layers and get to the heart 
of 911 greatness. From dusk till dawn, I only silenced the rattly flat-six for fuel, 
covering over 1000km on that glorious night. The next day, my bleary-eyed, 
same-outfit-as-yesterday appearance took some explaining to colleagues, but the 
Carrera’s bug-splattered nose provided the evidence to my testimony. 

I finally understood what the previous-generation of motoring journos had 
experienced from the driver’s seat and that I’d failed to grasp from their copy. 

From that very first encounter with a 911, I’ve had the extraordinary 
opportunity and privilege to sit in front of a 911’s flat-six for over 30,000km. 

I’ve breached 300km/h dozens of times in both turbocharged and naturally 
aspirated 911s, watched the sun set at Uluru while leaning on the hip of a 997 
Carrera S and stormed through Germany and France in the impossibly rare and 
focused GT3 RS 4.0. 

With the 911 forming such a significant thread in my career, I feel the 
need to defend its heritage, so I’ve obviously prickled a bit with the inevitable 
introduction of the turbocharged Carrera range (see page 58). It’s a weird 
feeling, and one I get with very few cars, but I want future generations of 
owners and enthusiasts to understand the magic of the 911; the heart of which 
is a soaring and serrated naturally aspirated flat-six. While purists like me might 
moan about such progress, we should all be glad that the men and women at 
Porsche are just as keen to defend the 911’s heritage in the face of legislated 
technological advancement. 
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Bugatti 

Vision 

Playstation concept 
points to llOOkW, 
460km/h Chiron 


W ith the arrival of 
LaFerrari, McLaren’s PI 
and Porsche’s 918, the 
Bugatti Veyron became the forgotten 
hero of speed. Despite boasting four 
turbochargers, 16 cylinders, more 
power and a significantly higher 
top speed, the hybrid hypercar 
triumvirate suddenly rendered the 
Veyron a product with its roots based 
in the 20th century. 

The Veyron-replacing Chiron 
took a step closer in September with 
the Frankfurt motor show reveal of 
the Bugatti Vision Gran Turismo for 
Playstation gamers. Bugatti insiders 
admitted that the Vision’s styling. 


while drawing inspiration from some 
of the firm’s classic racing cars (Type 
35 and Type 57 G Tank) provided 
hints at the new model’s design 
direction. Strip away the Le Mans- 
inspired aero addenda and the Vision 
provides strong clues to the Chiron, 
which will be based on a revised 
version of the Veyron’s carbonfibre 
and aluminium structure. According 
to our information, the Vision’s 
dramatic C-shaped scallop in the 
flanks is a certainty for production. 

The Chiron will also be 
powered by a revised 8.0-litre, 
quad-turbocharged W16 from the 
Veyron. In a nod to the current 


hypercar heroes, expect some form 
of hybridisation. Company insiders 
have given strong indications that 
the Chiron’s W16 will make a peak of 
llOSkW (1500 metric horsepower) 
and 1500Nm. That prodigious 
power is put to the ground via all- 
wheel drive and the first lOOkm/h is 
rumoured to arrive in as little as 2.3 
seconds. The Chiron keeps piling on 
the speed and is said to hit 160km/h 
in under 4.5 seconds. Top speed was 
the Veyron’s biggest drawcard, and 
the Chiron doesn’t disappoint with a 
460km/h vmax. 

The Chiron is likely to make its 
debut at the Geneva motor show in 
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QiJ; aero 

Strip away the tarmac- 
scraping, Le Mans-inspired 
aero, and the Vision Gran 
Turismo concept provides 
our best idea yet as to the 
design direction of the 
Chiron. The vented front end 
and coiour scheme draw 
inspiration from the 1937 
Type 57 G Tank (it's worth 
the Googie search). 


@ MIRRORS 

Cameras repiace mirrors 
for the concept, projecting 
the combined image on a 
TFT screen. Don't expect 
thistechnoiogy to make 
production. The fuii-iength 
LED strip (above), however, 
is production ready. 

Based on a revised Veyron 
structure, the Chiron's basic 
shape is famiiiar. 


© C-SHARP 

The dramatic C-shaped 
scaiiopinthefianksis 
a iikeiy starter for the 
production Chiron. Aside 
from being a signature 
design fiourish, the 
functionai scoop is set to 
provide up to 40 per cent of 
the cooiing requirements for 
the 1103kW,1500Nm quad- 
turbo W16. 


••‘The 

Chiron’s W16 
wUl make 
apeak of 
llOSkWand 
ISOONm 99 


March 2016, with first deliveries later 
that year or in early 2017. Bugatti 
has already shown the finished car 
to several perspective clients at its 
Molsheim facility in eastern France. 
These clients will pay at least $2.8 
million (plus local taxes) for a Chiron 
and insiders suggest at least a dozen 
have already signed up. Bugatti 
built 450 Veyrons during its decade 
in production (2005-15) and while 
Wolfgang Diirheimer, President 
of Bugatti Automobiles, says the 
brand must remain the world’s most 
exclusive, it’s been suggested that the 
production run for the Chiron will be 
expanded to 500 units. □ 
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Porsche 
Mission E 

440kW all-electric concept previews 
design of next generation Panamera 
and hints at future Tesla rival 


T he new turbo 9ii 
Carrera might be Porsche’s most 
significant Frankfurt launch, but 
its Mission E concept could pave the way 
for both future electric sports cars and - 
given its door count and passenger layout 
- the next Panamera. 

Porsche calls it a “coherent design of a 
sports car with an electric drive and all of 
the traits that make up a Porsche.” 

That means styling clearly influenced 
by Porsche’s most recent products, 
including the facelifted 911 and hints 
of 918 Spyder. It also means a healthy 
440kW output from two electric motors, 
similar to those of Porsche’s Le Mans- 
winning 919 hybrid LMPl car. 


Far right, top: 

Retractable body panel 
protects plug-in point for 
Porsche Turbo Charger. 
Below and right: Small 
cameras serve in place of 
doormirrors, with vision 
projected onto the lower 
corners of the windscreen. 


No torque figure is quoted, but with a 
motor at each axle it has the power and 
traction to dispatch lOOkm/h in under 
3.5 seconds and 200km/h in under 
12 seconds. The company also says 
the motors are capable of developing 
maximum power even after “multiple 
accelerations at short intervals”. More 
intriguing is Porsche’s promise of a 
sub -8 -minute lap at the Niirburgring 
Nordschleife from the electric sedan. 
Some of that speed can be credited to the 
car’s four-wheel steering, as well as its 
all-wheel drive. 

Range is quoted as over 500km - close 
to that of the similarly powerful Tesla 
Model S P90D - while fast charging 
facilitates an 80 per cent charge in only 
15 minutes thanks to 800-volt charging. 

That’s double the voltage of existing 
chargers, but the firm also claims that it 
allows for lighter, smaller-gauge copper 
cables. The system remains compatible 
with standard 400 -volt quick- charging 
stations, while wireless inductive 
charging has also been implemented. 

Another similarity to Tesla’s electric 
sedan is Porsche’s placement of the 
batteries, which run the whole length of 
the Mission E’s body, between the axles. 

This is beneficial for weight 
distribution and keeps the centre of 
gravity low - ensuring Porsche can 


continue to exercise its expertise in 
handling. The company hasn’t revealed 
a weight figure but a mix of aluminium, 
steel and carbonfibre-reinforced polymer 
should minimise mass. Rolling stock is 
also light - the 21-inch front and 22-inch 
rear wheels may be imposing in size, but 
all are made from carbon. 

The styling should come as less of a 
surprise than the car’s dynamic attributes. 
Forms are very much inspired by those of 
the 911 and 918 Spyder. At the rear, the 
slight overlap to the luggage compartment 
cover references the similar treatment of 
the 911 GTS RS’s engine cover. 

Less conventional are the counter- 
opening doors, which reveal access to the 
four-seat cabin without obstruction from 
a B-pillar. Little of the cabin will reach 
production - in a road-going Panamera 
or otherwise - but the Porsche cues are 
still there, from the simple three-spoke 
steering wheel to the bank of five circular 
instruments ahead of the driver. 

While Porsche calls the Mission E an 
electric vehicle with Porsche values, 
the car’s form could be seen as a strong 
indication of the next-gen Panamera. 
The current model has always suffered 
derision over its appearance, so it’s likely 
Porsche will refine that appearance with 
the next model - and take greater cues 
from the latest 911 in the process. Q 


PORSCHE MISSION E 



lAIlAn yq first LOOK 

by BELINDA JEPSEN 



/ F YOU COULD CRITICISE 
the C63 S sedan and Estate for 
anything, it’s that their styling is 
perhaps a little softer than befits their 
thumping performance. Thankfully, 
the newly unveiled Coupe version 
does plenty to redress that imbalance. 

The unveiling at September’s 
Frankfurt show revealed the hot 
Merc to be more reminiscent of a 
mini S-Class Coupe than its standard 
C-Class sibling. In fact, the only 
exterior components shared between 
the two are the roof panels, frameless 
doors and boot lid. Instead, you’ll 
find longer front and rear guards, 
wider tracks and bulging wheel 
arches, which in turn have created 
room for fatter tyres (255/35 R19 
front and 285/30 rear) than those 
found on both the standard car and 
C63 S sedan. 

The suspension is heavily revised 
compared to the C-Class Coupe, too. 


with a four-link front and multi-link 
rear setup, stiffer elastokinematics, 
more negative camber and AMG 
Ride Control three-stage adjustable 
dampers. 

Performance is provided by 
the same 375kW, 700Nm 4.0-litre 
biturbo V8 housed in the car’s four- 
door siblings. This sends drive to the 
rear wheels via the same AMG seven- 
speed multi-clutch paddle-shift 
transmission and electronic locking 
diff, albeit with shorter ratios. All 
that has to haul 1725kg, which 
affords the new coupe a power-to- 
weight ratio of 217kW/tonne. The 
result is a 3.9sec O-lOOkm/h sprint 
time, one tenth quicker than the C63 
S sedan and two-tenths quicker than 
the Estate. 

Australian pricing is likely to be 
announced closer to the C63 Coupe’s 
arrival in local showrooms around 
the middle of next year. 



Mercedes-AMG 
C63 Coupe 

Two-door C63 revealed with mini S-Class 
styling and a quicker O-lOOkm/h sprint 



SHAPE SHIFTER 


This is the Mercedes-Benz Concept lAA, 
a 205kW plug-in hybrid concept with a 
stunning drag coefficient of just O.lQCd. 

It manages the frugal figure via clever 
active aero that automatically engages 
above 80km/h. Moving parts range from 
the familiar (closing grille louvres) to 
the innovative (active rims that alter 
their cupping from 55mm to zero). Even 
the rear of the car extends by 390mm, 
ensuring airflow clings to the bodywork 
for as long as possible, thereby reducing 
turbulent drag. 

As Benz aero expert Dr. Teddy Woll 
told evo, there’s “a good chance” that 
this and the closed-wheel design could 
appear on future production models. 


Left: Concept is 0.03Cd 
slipperierthan Benz’s 
most aerodynamic 
production car, the CLA. 
Above: Interior is a 
futuristic version off that 
in the current S-Class. 
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The 2015 Nissan GT-R. Ifs that quick. 



Innovation 
that excites 


lAJlAR 



TECHNICALLY SPEAKING 


by MICHAEL WHITELEY 


1. Drive from engine 
2 . Electric gear set 
3 . Differential 


FOCUS 

HYBRID TRANSMISSIONS 


T f the name Oerlikon Graziano 
m rings a bell, that’s because it has 
A supplied transmissions for many 
of our favourite performance cars, 
such as the Lamborghini Aventador, 
McLaren 650S and various Aston 
Martins, including the One-77. In 
recent years the firm has also taken 
an interest in the hybrid market, 
developing a hybrid transmission 
called the ‘OG-ECO’. We spoke to 
Glaudio Torrelli, head of R&D and 
vice president of OG, to find out why 
he thinks this gearbox is so special. 

“The OG-EGO is essentially 
an adapted automated manual 
transmission [AMT] with a 120kW 
electric motor integrated within 
the case.” The result, claims OG, 
is a lighter and more efficient way 
to hybridise a powertrain when 
compared to hybrid transmissions 
based around a torque converter or 
dual-clutch transmission (DGT). 

Being based on an AMT, the 
OG-EGO unit may be much lighter 
than a more complicated DGT 
hybrid, like the one used in the rear 


of the Porsche 918 Spyder, say, but 
does it still have the big drawback 
associated with an AMT, namely 
slow and clunky gearchanges? 
Torrelli claims not, saying that 
the OG-EGO equals a DGT unit for 
comfort at lower speeds. Whereas 
in a normal AMT unit a gearchange 
would involve a (lengthy) break 
in torque while the gears are 
shifted, the OG-EGO uses torque 
from the electric motor to fill the 
gap between shifts. So in normal 
driving conditions there should be 
little discomfort when changing 
gear. However, when exploring 

44 OG claims 
its transmission 
isalighterand 
more efficient 
way to hybridise a 
powertrain 99 


the upper end of 
the rev range, the 
electric motor can’t 
quite provide the 
same torque as the 
internal combustion 
engine, and a jolt will 
still be experienced on 
full-throttle upshifts. 

The OG-EGO is capable of all 
of the other common advantages 
of hybrid units, such as stop/start 
and electric boost. The electric 
motor is also used for reverse drive. 
“The gearbox has no reverse gear 
set, reducing weight,” explained 
Torrelli. And due to an AMT having 
a smaller volumetric footprint 
than a DGT, Torrelli claims OG has 
“placed a hybrid transmission in the 
same envelope as a standard DGT”. 

The company has installed its 
gearbox in a Mercedes SLS AMG, 
which has has been touring Europe’s 
top car manufacturers. Asked 
whether we will see the OG-EGO in 
production any time soon, Torrelli 
said: “The technology has been 
well received by the industry [and 
we are] working towards a serial 
application using a unit the same 
size as in the demonstrator car.” 

Torrelli also hinted towards 
the development of a two-speed 
electric drivetrain for front-axle 
fitment, with “the possibility of 
another power unit on the rear 
axle”. The power figure for the 
front-axle system is around 50kW. 
That’s roughly half of the output of 
the equivalent motor in the $1.5m 
Porsche 918’s nose. 

So will OG’s lighter, more 
compact technology mean we’ll see 
hybrid tech making its way onto 
less-rarefied sports cars cars soon? 
The signs are certainly promising. 



ASK MIKE 

Your tech questions 
answered 

Q l’ve heard that blocking 
up the EGR valve on 
a diesel engine can 
improve performance. 
How does this work? 

- Ashley Fly 


A EGR, or exhaust gas 

recirculation, brings some 
of the exhaust gas back 
to the inlet manifold. 
These inert gases 
lower combustion-chamber 
temperatures, which in turn 
reduces NOx emissions. 

However, the mixture of oil, 
carbon and diesel entering the 
inlet plumbing can block airways. 
I’ve seen an approximate 40 
per cent reduction in inlet 
pipe aperture due to this (on a 
80,000-kilometre BMW 120d). 

To avoid this, you can remove 
the EGR valve and have the 
resulting ECU error coded out. 

Send your question to 
contact@evomag.com.au 



TECH GAME-CHANGERS 

ANTI-LAG 

First application: FI /World Rally 
Championship When: 1980s 



Anti-lag systems 
are designed to 
reduce the delay in 
the arrival of boost 
pressure normally 
experienced with 
turbochargers at 
low revs. 

Without anti- 
lag, lifting off the 
throttle while on 
boost would mean 
the throttle plate 


would close and the 
boost pressure from 
the compressor 
would be forced 
out through a 
blow-off valve 
or recirculation 
valve. Then, when 
reapplying the 
throttle, the driver 
would have to wait 
for the turbo to 
respool before full 


boost occurred. 

With anti-lag, 
however, when the 
throttle plate is 
closed the pressure 
from the turbo is 
diverted through 
a pressure relief 
valve, which feeds 
the pressurised 
air back into the 
exhaust manifold, 
bypassing 


the engine. A 
modification of the 
ignition timing and 
fuel mix means that 
the boost air can be 
combusted near the 
turbine of the turbo, 
keeping the turbo 
spooling, ready to 
force charged air 
into the engine 
when the throttle 
plate reopens. 


Anti-lag is not 
an engine-friendly 
system, as it puts 
increased stress 
on the exhaust 
manifold and turbo 
components. But 
in competition 
scenarios this is a 
small price to pay 
for the absence 
of time-sapping 
turbo-lag. 
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XMIAR 



THIS PAGE Ball Engineer II 
Green Berets 


OPPOSITE PAGE Ball Engineer 
Master II Skindiver II 


\ 


From: (02) 93631088 
Price: $2950 


From: (02) 93631088 
Price: $3845 




The green beret: the official 
headwear of the British 
Commandos during Worid 
War II and, since, a symbol of 
excellence in the US army. From 
this illustrious inspiration Ball 
has created a robust, functional 
chronograph designed to serve 
as a “genuine modern combat 
watch”. Its 43mm titanium 
carbide case protects the 
automatic movement from 
shocks of up to 5000GS and 
magnetic fields to 4800A/m. 


At Baselworld back in 2012, Ball 
released the original Skindiver as 
a hommage to the brand’s early 
diving watches. This second 
model retains that popular 
piece’s clean, 1960s aesthetic, 
but with a more contemporary 
43mm case (+2. 5mm). It can now 
be submerged to an Incredible 
500m and thus contains an 
automatic pressure-release 
valve and H 3 -filled, luminescent 
micro tube indexes for optimum 
visibility in the murky depths. 
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WATCHES 


edited by SIMON DE BURTON 



On the ball 


The Ball Watch Company has been setting the standard 
for accuracy for over 100 years 


TO A LARGE EXTENT, THE ORIGINS OF THE 
American watchmaking tradition can be traced to 
the establishment of the nation’s railroads. That’s 
certainly true of the Ball Watch Co., a now-global 
brand forged from tragedy in a small Ohio town. 

In April 1891, a four- minute delay on an 
engineer’s watch lead to an horrific collision 
between two trains at Kipton in which at least 11 
people were killed. As a result, respected Cleveland 
jeweller Webb C. Ball was tasked with developing 
precision standards and implementing a reliable 


system of inspection for every chronograph 
used on the Lake Shore lines. Ball’s strict criteria 
for accuracy was so effective that it was soon 
implemented across the country and is even said 
to have inspired those used by the CO SC, today 
considered the world authority on chronograph 
precision and reliability. 

Since then. Ball has forged an enviable reputation 
as a maker of reliable, durable and innovative 
American timepieces, a century-old tradition that 
continues with the firm’s latest releases. 
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Spotlight on 

BALL WATCHES 



Ball Engineer 
Hydrocarbon AeroGMT 


From: (02) 93631088 
Price: $4700 

Gas-filled micro tubes 
illuminate the index markers 
in every Ball watch. But in a 
world-first, the brand has 
also managed to incorporate 
them into the chassis 
of the bezel. This means 
low-light visibility up to 100 
times more effective than 
conventional luminous paint 
for a life of up to 25 years. As 
well as being highly legible, 
this aviator’s piece is also 
typically tough and reliable 
with a RR1201-C automatic 
calibre beating at its heart. 



Ball Engineer II 
Volcano 


From: (02) 93631088 
Price: $4995 

Regular readers may 
recall the Ball Engineer II 
Magneto S (Watch Tech, 
evo Australia 023) and its 
retractable, anti-magnetic 
“Mumental” cover. Well, 
they’ve taken that concept 
a step further in the Volcano 
by incoporating the material 
into the case itself. This 
carbon/Mumetal composite 
not only offers superior 
protection from damaging 
magnetic fields, it’s also 
lightweight and highly 
scratch resistant. 
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WATCHES 



ALSO THIS MONTH 

Richard Mille RM-011 Felipe 
Massa 10th Anniversary Edition 

From: richardmille.com 
Price: c$25,000 

Uitra high-end watch brand Richard 
Miiie is marking its decade-iong 
partnership with FI star Felipe Massa 
through a pair of limited-edition 
watches, the most ‘affordabie’ of 
which is this version of the RM-011, 

100 of which wiii be made. A fiyback 
chronograph, it has a movement made 
entireiy from grade 5 titanium and a 
case made from NTPT (that’s ‘North 
Thin Piy Technoiogy’) carbon - meaning 
the watch is aimost unfeasibiy light 
yet exceptionaiiy strong. Details are 
picked-out in Massa’s racing coiours of 
biue and yeiiow. 


Chopard Superfast Chrono 
Porsche 919 Jacky Ickx Edition 


From: chopard.com 
Price: C$18,200 

A year on from becoming the officiai 
timing partner of Porsche Motorsport, 
Chopard ceiebrated the impressive 
one-two finish of the 919s at Le Mans 
2015 - and promptiy produced this 
chronograph dedicated to Beigian 
iegend Jacky Ickx, who had no fewer 
than six wins at the event, four of 
which were in Porsches. In tribute to 
the man they caiied ‘Monsieur Le Mans’, 
the watch features an inner bezei and 
counters in dark biue dotted with white 
(iike his race heimet), whiie the diai 
stripes are inspired by the 919’s rear 
diffuser. Just 100 will be made. 


Breitling Galactic Unitime 
SleekT 


From: (02) 92217177 
Price: $11,890 (as pictured) 

Within this traveiier’s piece iies the 
B35, Breitiing’s first in-house caiibre 
without a chronograph function. 

Uniike most mechanicai watches, this 
uniqueiy engineered woridtimer can 
be adjusted in both directions without 
piacing undue stress on the movement. 
Just a twist of the crown and aii of the 
diai indications adjust at once, safeiy 
and smoothiy. As weii as the customary 
sapphire crystai face, this highiy 
durabie piece aiso boasts a bezei made 
from tungsten carbide, a materiai five- 
times stronger than steei with superior 
scratch resistance to boot. 


PANERAI LUMIN0RPAM422 

As worn by Les Goble, performance driving executive, Aston Martin 


“I began to appreciate 
the vaiue of good 
watches when I joined 
Aston Martin 14 years 
ago. Just as a great car 
is about more than just 
getting from A to B, so 
a great watch is about 
more than just teiiing 
the time. 

“My first decent 
watch was an IWC 


Doppeichronograph, 
which I still have and 
wear every day. But 
about 12 years ago I 
discovered Panerai and 
was reaiiy taken by the 
Luminor and its unusuai 
crown protection 
device. The first Panerai 
I bought was a PAM 
23B, but a coupie of 
years ago I visited a 


wonderfui watch shop in 
Lech, Austria, and saw a 
limited-edition PAM 422 
in a standaione dispiay 
case. It was love at first 
sight - and iast year I 
managed to buy one. 

“It’s directly based 
on a 1940s model, right 
down to the hand- 
wound movement and 
Piexigias crystai.” 



WATCH TECH 

A Lange & Sohne 
Zeitwerk Minute 
Repeater 



Prestigious Saxon 
watch house A Lange 
& Sohne ceiebrates 
two miiestones 
this year: 200 years 
since the birth of its 
founder, FA Lange, 
and 170 years since 
he estabiished 
his originai watch 
factory. To mark the 
occasions, the firm 
has opened a new 
manufacturing faciiity 
- and made an extra- 
speciai watch in the 
form of the Zeitwerk 
Minute Repeater. 

its 771-part 
movement features 
a decimai ‘minute 
repeater’ mechanism: 
at the push of a 
button, tiny gongs 
strike the current 
hour, the number of 
ten-minute intervais 
past the hour (that’s 
the ‘decimai’ part), 
and finaiiy any 
additionai minutes. 

For siightiy more 
conventionai time- 
teiiing, the watch 
dispiays the hours and 
minutes digitaiiy - the 
numbers printed on 
discs behind the diai. 

Those gongs are 
individuaiiy hand- 
tuned for optimum 
sound quaiity, a 
process that is said 
to account for a iarge 
portion of the buiid 
time of the watch, 
which comes oniy in 
piatinum -and costs 
more than $695,000... 
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Inbox 

What’s chipped your windscreen this month? 



Conspicuous absence 

Another excellent issue (evo Australia 027), this one 
containing possibly the twin test of the year: the 911 
GTS RS battling it out with the 675LT. Both sound 
brilliant, and despite tackling the remit of “ultimate 
supercar engagement” from very different directions, 
seem very difficult to separate. 

Your test, however, ignores the elephant in the 
room. Not the one with the prancing horse on the 
bonnet, but the one without PASM, four-wheel 
steering, linked suspension or actually anything at all 
in the way of driver aids. The one built by a handful 
of blokes on a trading estate in Leicester. The one that 
won the 2015 Goodwood Festival of Speed Supercar 
Shootout: the Noble M600. 

Perhaps if you had included it in the test you 
wouldn’t have had so much difficulty deciding 
which car had the most nuanced interaction with 
the road. Or deciding which had the nicest feel to its 
paddleshifters. . . 

Chris Stacey 


The Letter of the Month 
wins a leather cleaning 
kit from Mothers 



MX-5 defence 

Your review of the new MX-5 (evo 
Australia 027) got me thinking about 
how a large manufacturer like Mazda 
could plan a car for years and spend 
millions developing it, only for you to 
feel that it has missed the spot slightly 
by the time it makes it to production. 

I suppose it’s all down to pleasing 
the masses. As a VX220 enthusiast 
- so no stranger to compromise! - 1 
think I would find the MX-5 a fine 
thing, but would ultimately consider 
it to be a big chunk of money to spend 
on something with compromise. Yet 
to certain other people it no doubt 
seems like excellent value for the 
ultimate ‘sports’ car they always 
promised themselves. 

In fairness to Mazda, there are 
probably a lot more of the latter type 
of customer, and the company does 
need to make money or cars like this 
will never be built in the future, which 
would be a shame. 

It’s great that any manufacturer 
even considers making an affordable 
sports car, so let’s take into account 
all the pressures the company must 
have been under and not be too 
hard on Mazda for what the fourth- 
generation MX-5 is. 

Dave Crammar 

Going evo 

I love cars - always have done. My 
parents would suggest that I was 
born with petrol flowing through my 
veins, but a succession of uninspiring 
company cars has stopped me from 
going full evo until recently, when a 
new job with the opportunity to opt 
out of the company scheme offered a 
glimmer of hope. 

Ian Eveleigh’s long-term admiration 
for the Cupra 280 (Fast Fleet, evo 
Australia 026) helped me choose the 
car, even to the extent that I bought 


an exact copy from SEAT direct, with 
only one digit different on the number 
plate to Ian’s. 

So now am I a fully fledged member 
of the evo club, and the fact that my 
car can mix it with the best real-world 
drivers’ cars gives me a great sense of 
satisfaction. 

Thanks, Ian, for giving me the 
confidence to make the change. And 
to any other readers thinking of doing 
the same: go for it! You won’t regret it. 

Matt Stretch 

Like a boss 

Am I the only one who noticed the 
division of labour that evolved during 
your Caterham Seven 420R build? The 
Fast Fleet photo (evo Australia 026) 
shows the team hard at work, with UK 
editor Trott sitting down, seemingly 
updating Facebook on his tablet. 

Come on, Nick. At least make a 
round of teas! 

Richard Jones 

Around the block 

I must say that I found Jesse Taylor’s 
latest Edspeak (evo Australia 027) 
very interesting. Like other readers. 

I'm sure, I always assumed motoring 
journalists had almost unlimited 
access to cars in order to write about 
them - part of the fantasy of your job. 
It’s pretty disturbing then, to learn 
that some of the tests are written 
from nothing more than a run around 
the block - something potential 
customers can do for themselves on 
a test drive. 

Pete Halliday 

Pete, you can be assured that any evo 
Judgement is based off adequate time 
in the car to form a measured opinion, if 
we ever have to write about a car after 
oniya very brief drive, we'iibe sure to 
preface the review as such. Ed. 



Above: Dave Crammar reckons the new Above: Richard Jones spotted UK editor 
Mazda MX-5 is the car that it has to be. Trott working hard on the Caterham. 
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Unleash 

power 

The aLL-new Audi RS 3's award-winning 2.5 TFSI 5-cyLinder turbo-charged 
engine sprints from O-lOOkm/h in just 4.3 seconds. Now available for the 
first time in Australia. 


Can you handle the power of the RS 3? Book a test drive 
at your preferred Audi Dealer or audi.com.au today. 

Overseas model shown with optional equipment. 
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putsidg Line 


by RICHARD MEADEN 


There’s a natural antidote to the crushing abiiity of modern 
performance cars, says Meaden, just keep an eye on the forecast 


SUMMER MIGHT SEEM LIKE AN 

odd time to ponder the merits of driving in the 
rain, unless of course you’re British, in which case 
it’s perfectly normal. But wherever you’re from 
and whatever the season, far from putting a literal 
and metaphorical dampener on things, I reckon it’s true to say a bit 
of precipitation enhances the driving experience. 

Of course there are exceptions, such as the time you collect 
your brand new, roofless, doorless and windscreen-less Caterham 
Fireblade and get caught in a biblical thunderstorm and hellish 
traffic jam on the motorway. However, freak instances of public 
humiliation aside, you’d have a hard job convincing me that 
anything other than good things come from a reduction in the 
coefficient of friction. 

Think about it. With every passing generation of high- 
performance car, be it hot hatch, coupe, sports car 
or supercar, we all marvel at the increases in power, 
traction, road-holding and point-to-point pace. Yet in 
the next breath we bemoan the fact that these relentless 
leaps in competence and capability only serve to give 
us more performance we can’t fully access on the road, 
while further distancing us from the involvement and 
sense of connection we crave. 

The beauty of rain is it unfailingly brings those tactile, sensory 
things nearer to our grasp. I’m not talking deluges, for there’s 
nothing fun about the pucker factor of aquaplaning on standing 
water, but anything less than that - from light drizzle to heavy 
rainfall - brings an endlessly variable and invariably rewarding 
string of challenges to tackle. In short, wet roads engage your 
brain and senses far more completely than dry roads ever can. 

Slippery roads force you to think about how hard you brake, 
how insistently you lean on the front end’s grip and how greedily 
you chase the throttle. With mechanical grip at a premium those 
clever but otherwise unchallenged ABS, stability and traction 
control systems are suddenly called into play more readily, at 
which point your car comes alive beneath you. The safety net is 
still there, but your inputs assume a more critical and influential 
role in the process of making swift, safe and satisfying progress. 
Lean on the electronics gently and you know you’ve found the 
limit. Fall into them clumsily and you know you need to be less 
of an oaf. It’s an addictive, constructive and enlightening process. 

I haven’t always loved driving fast cars in the rain, but with 
time, effort and no little thought I’ve come to relish it. Now, when 
I look back, some of the most memorable drives I’ve had have 
been when the heavens opened. In racing, rain has always been 
regarded as a the great leveller - the opportunity for those blessed 


with the natural talent, but perhaps cursed with a less than race- 
winning car, to shine. Were it not for a red flag bringing the race 
to a premature end, Ayrton Senna’s first GP win would have been 
in 1984, driving a Toleman in appallingly wet conditions around 
the Monaco street circuit. He eventually took his maiden win in 
a Lotus at an equally sodden Portuguese GP the following year. 
Both performances were brilliant and prescient, but when he 
drove in his first ever wet race as a young karter he was, by his 
own admission, clueless. Yet instead of resenting and fearing wet 
conditions, he embraced them, heading to his local kart circuit 
whenever the rains came so that he could develop and hone his 
skills to a point of preternatural brilliance. 

I’m not suggesting any of us possess the latent genius of 
a nascent Senna, but there’s a lesson for all of us in what he 
achieved and how he achieved it. There’s no question - if you 


work on your wet- weather driving not only will you enjoy 
your car more during the less clement seasons, but come the 
summer your dry-weather driving will also have improved 
immeasurably. It’s not easy, though. Enjoying the rain is as much 
about your head as it is the seat of your pants. 

As soon as windscreen wipers set about their slightly frantic 
cadence, we all fight the urge to tense up. Allow anxiety to froth 
your state of mind and nerves will overwhelm your ability to 
interpret what your car is telling you. The trick is not to overreact 
at the slightest nervy twitch of oversteer or insidious slew of 
understeer, but instead develop the sensitivity to let the car flow. 
Nudge towards the limits, read the sensory signs and log them 
for future reference and you’ll be well on the way to making safe, 
swift progress. That’s particularly relevant to road driving, but 
it’s also the key to enjoying a wet trackday when everyone else 
hides in the paddock cafe or, ultimately, revelling in the unique 
challenges and thrills of a wet race. 

Whatever you drive, whatever your level of experience and 
wherever you’re driving, when it comes to honing your skills and 
enjoying your car, far from stopping play, rain is most definitely 
where the fun begins. □ 

O @DickieMeaden 

Richard is a contributing editor to evo and one of the magazine’s founding team 



Enjoying rain is as much about your 
head as it is the seat of your pants 
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UnLeash 
passion 

The interior of the aLL-new Audi RS 3 features doorsiLL trims with aluminium 
inlays, multifunction sport leather steering wheel and fine Nappa leather 
upholstery and trim. For luxury and comfort at any speed. Now available 
for the first time in Australia. 

Do you have the passion for the RS 3? Book a test drive 
at your preferred Audi Dealer or audi.com.au today. 

’^Overseas model shown with optional equipment. 
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Web-enabled distraction is a worrying phenomenon of the modern 
world, and it’s so much worse for peopie like us, says Porter 


FOR THE PAST FEW WEEKS I’VE BEEN 

trying to write a rather wordy book. As anyone 
who’s ever attempted to apply themselves to 
something at a computer will know, what this 
actually means is fighting the constant urge to 
disappear down the distraction wormhole of the internet. 

Crack on with a new chapter? Why yes, but first I simply have to 
quench an irrelevant yearning to look up how an oil rig works. But 
then it really is time to get writing. Although only after popping 
onto YouTube and taking a thorough canter through five or six 
tracks from the late-’90s UK garage boom. Then, work time. Or 40 
minutes looking at pictures of stealth bombers. 

The book, by the way, is about none of these things. 

They’re just troubling illustrations of how dangerous 
it is to combine a wandering mind with a broadband 
connection in the face of a looming deadline. And these 
idiotic rambles through the online long grass of sub- 
pub-quiz trivia are nothing to the time vacuum of my 
favourite distraction, which is, inevitably, looking up 
car-related stuff. 

The more pressing the work, the more likely it is that 
I’ll be searching to find out how much Alfa SZs cost 
these days. And then maybe texting my mate Chris 
about it. The answer seems to be around £30,000 (c$65,000), by 
the way, though it can go both higher and lower. I know, I thought 
they’d be more too. Maybe the increasingly insane classic car 
market doesn’t have a fondness for fugly. Or perhaps it’s something 
to do with plastic bodies. 

A thought which leads the mental pinball, naturally, on to the 
Reliant SSI and a quick flick through the backstory of this strange 
1980s sports car and the unsightly ridges above its wheelarches 
that were, fact fans, the result of using pressed plastic panels and 
the need to give them a certain amount of rigidity. 

Scuffing down the dusty path signposted ‘Reliant and plastic’ 
leads, of course, to the Ford RS200, because why wouldn’t it? And 
why wouldn’t you want to know how much these bug- eyed Group B 
leftovers fetch on the open market these days? Well, there aren’t 
many around but you seem to be looking at c$350,000 minimum 
and quite a lot beyond. The real burning question, however, is why 
some come with a lever next to the gearstick and others don’t. 
Thanks to extensive work avoidance and full access to the internet, 
I can tell you the lever adjusts the torque split but the basic road 
cars were delivered with the system locked in a 37/63 split and the 
control blanked off. In a supplementary discovery, if you had the 
lever and shifted all the way back, the RS200 ran rear-drive-only. 
If you want to go really deep- dive on this one, the owners’ manual 


is available online and contains wiring diagrams, a guide to the 
timer hidden in the clock and a fantastic section entitled ‘Driving 
methods’ in which Jackie Stewart gives some tips on getting the 
most from your RS200, noting that the transmission is designed 
with competitions in mind and “will never feel as sweet, and easy 
to use, as that of a Sierra”. I’ve driven an RS200. Jackie Stewart 
is right. If you’re looking up this stuff, take the time to find the 
picture of a mock RS200 police car pulling over a whale-tail 
Sierra Cosworth on some Essex dual carriageway. It’s such a 
perfect and delightful mid-’80s period piece that just looking at it 
made me crave a glass of Vimto and a Raleigh Grifter. 

Still, probably time to do some work now. Or is it time to 


tumble inexorably and without reason into an hour or so of 
reading about The Dukes of Hazzard and engaging in a quest 
to find out how many Dodge Chargers they written off in the 
course of filming. The internet struggles to agree on this point, 
bandying around numbers of between 150 and 250. Some claim 
at least one car carked it for each episode made, and there were 
145 of them, but then some episodes reused old footage and by 
the final series, as ratings dropped and budgets were slashed, 
the trademark car jumps were created using dodgy scale models. 

What you really want to look up is the heart-warming story of 
how, long after the show was cancelled, a secret stash of trashed 
Chargers languishing on a studio backlot was sold to a select 
band of hardcore fans. 

This tale is worth a read. But then if you’re taking a diversion 
into the petrol-scented underbelly of the internet, you might also 
want to swot up on the development history of the Triumph TR7 
or look at how much Aston Lagondas cost these days, or see if you 
can find a Cizeta V16T for sale. 

Just remember not to do this when you have a lot of work on. Or 
maybe, more realistically, when you have. Q 

O @sniffpetrol 

Richard is evo’s longest-serving columnist and is the keyboard behind sniffpetrol.com 



Crack on with a new chapter? 

Why yes, but first I simply have to 
quench an irrelevant yearning to 
look up how an oil rig works. . . 
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Champ 


by DARIO FRANCHITTI 




Fresh from the Silverstone Classic, Dario reckons we’re in a belle epoque 
for experiencing the racing cars we used to dream about 


A 


APOLOGIES IF I COME ACROSS AS 

slightly manic, but as I write this I have just 
returned from the Silverstone Classic. It was my 
first time at the event and it seemed to reinforce my 
sense that we - nostalgic petrolheads, that is - are 
living in a golden age right now. What an occasion. 

I’d flown into Gatwick that morning, picked up the ’73 911 
hot-rod following its general keep-on-top-of-things fettle with the 
guys at Parr, and headed straight for Northamptonshire. Not the 
most exciting drive, but it was super to squeeze in some quality 
time with the Porsche before it’s freighted up to Scotland. It might 
be far from its original spec, but I really don’t think I could do 
without that car. 

Despite previous visits to Pebble Beach and the 
Goodwood FoS and Revival - all of which regular 
readers will know I love - I had no idea of what to 
expect at Silverstone, although getting stuck behind a 
Lamborghini Jarama, a proper oddball which itself was 
nose-to-tail with a Countach, in the queue outside was 
a pretty accurate indicator of what lay in store. (Yes, 
there’s still some pretty dodgy traffic management at 
the circuit, but in this case time passed quickly. . .) What I did know 
was that the place had been in the grip of a monsoon on the Friday, 
which conjured up some images of wayward Group G cars that 
were amusing and alarming in equal measure. 

Inside the grounds was what can only be described as 
combustion- engined nirvana. The doctor’s orders currently 
prevent me from racing at these kinds of events but it hardly 
mattered. Everywhere you turned was something to demand your 
attention and put a smile on your face. Owners’ clubs from Ferrari 
and Lamborghini to MG and the Historic Lotus Register - and even 
the De Tomaso Drivers Club - were out in force in an atmosphere 
that allowed, nay, invited, anybody to get close enough to the cars 
to smell the patinated leather and see their own reflection in the 
paint. Porsche Club GB even managed to bring a Kremer K3 and 
3.0 RS, amongst other treasures both classic and modern - the 
weekend is not solely about histories, far from it. 

There was also a personal aspect of the day for me. In the 
historic sportscar race my brother Marino and evo’s own Dickie 
Meaden were behind the wheel of an irresistible Broadley T70 that 
was wearing the indigo Sunoco livery of Roger Penske’s Lola T70 
from the 1969 Daytona 24 Hours. What a stunning piece of kit this 
car is - 388kW from eight cylinders, curves to die for, the noise. In 
fact I’ve been wondering if Broadley will homologate one for the 
road for me. I’ve been led to believe it’s very much possible. I’ll 


keep you updated. The boys eventually finished in second after 
battling from way back in fourteenth - a sensational effort. 

Going back to this golden age I mentioned... We’ve got to 
consider ourselves very lucky indeed, because get-togethers 
like the Silverstone Classic give any one of us an opportunity 
to see cars that are approaching mythical status racing as hard 
as is reasonable to expect. I mean, what a privilege it is to see 
something like a GT40 going wheel-to-wheel with a Can-Am 
McLaren MIB. Standing on the roof of The Wing complex at 
dusk with Marino as the Silk Cut Jag XJR-14 went past at flat- 
chat, V8 wailing into eternity. . . That’s pretty special. And after 
that there was even a Status Quo concert, if you so fancied it! 


What a privilege it is to see a GT40 

going wheel-to-wheel with a 
Can-Am McLaren MIB 


Much credit has to go to the owners of these racers. There’s a 
lot of concern about cars being squirreled away as investments, 
but clearly many of the best are still being used - and not just 
in the sense of being rolled across the lawn at some glamorous 
concours d’elegance. I saw cars getting dinged on the circuit. 
That level of commitment always impresses me. 

I think there’s an understanding that these cars were designed 
to be raced and repaired back in the day, and that ethos is often 
respected. The ability to survive the odd shunt or two is part 
of these cars’ DNA. Not that you’d find me racing my Jim Clark 
Lotus Cortina, but that’s for different reasons entirely. And aside 
from the monetary value, these cars were dangerous in the 1960s 
and they haven’t got any safer with age! Hats off to all the racers. 

Events such as the Silverstone Classic make this a really 
exciting time all of us, even if you don’t own a Miura, Sauber 
C9 or any other ‘special’ car, classic or modern. The noise, the 
vibrations, the sheer adrenalin hit just from witnessing a rolling 
start - it’s all the stuff of powerful memories and it’s open to 
anyone at all, regardless of whether you show up on a bicycle, in 
a Boxster or at the wheel of a Bizzarrini! Next year I’m going to 
take a motorhome and get something fun trailered down. □ 

O ©dariofranchitti 

Dario is a three-time Indy 500 winner and four-time IndyCar champ 
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Unleash 

performance 


Equipped with an S tronic 7-speed dual-dutch transmission that would grace 
any race track, the all-new Audi RS 3 boasts performance beyond compare. 
Now available for the first time in Australia. 

If you think you can tame the RS 3, book a test drive 
at your preferred Audi Dealer or audi.com.au today. 


Overseas model shown with optional equipment, 


Audi Sport 



YOUR TIME IS NOW. 

MAKE A STATEMENT WITH EVERY SECOND. 



Porlos S 

A sJySl^ and mod^n sports 
watch powered by oh outomatfc 
colibre (hat is renowned lof 
[Is chfooogrophjc performonce. 
Also features a patenled inner' 
rolating be^el ond is vyoter- 
resfstoni to on- impressive 200m, 



Maurice /fl Lacroix 

Manufacture Horlogere Suisse 

For a catalogue please phone (02) 9425 5000 



\ 

Audi R8 » 

VIO Plus 

Audi has a hit and miss reputation with its high- 
performance models. Has this all-new R8 managed to 
retain the magic of the original? Fingers crossed... 

Photography: Malcolm Griffiths 


THE AUDI R8 HAS 
comean awfully long 
way. When the original 
version arrived back in 
2007 it was powered by a 4.2-iitre V8 
pushing out 309kW. With a iist price 
starting from $259,900, it was aimed 
squareiy at the sports car heartiand, 
a direct rivai to the Porsche 911 
Carrera 4S. As it happened, this 
magazine judged the Audi to be the 
superior car. 


Two years iater the VIO modei 
arrived, then the VIO Pius. The R8 
was coming of age, but with the 
introduction of this new, second- 
gen modei, it now occupies a more 
grown-up space. With 449kW 
and a top speed of 330km/h, the 
range-topping modei quaiifies as a 
big-ieague supercar, no questions 
asked. Pricing has come a fair way, 
too - the new Pius is predicted 
to cost just shy of $400k when it 


arrives in Austraiia in the second 
quarter of 2016. But perhaps the 
biggest point of difference between 
this generation and the iast is that 
there is now no V8 option. The range 
starts with the 397kW, non-Pius VIO 
modei, which wiii be a much more 
potent and more expensive device 
than the oid V8. Suddeniy, the R8 
entry point is more Porsche 911 Turbo 
than 911 Carrera. 

Regardiess of specification, the 


R8 has aiways been an evo favourite, 
so the new modei arrives under the 
weight of great expectation. You’ii 
reach your own conciusions about 
the iooks, but to my eyes the anguiar 
design ianguage works better in the 
reai worid than it does on the page 
or a motor show stand, aithough 
the pointed biack griiies that prop 
up the front and rear iights iook 
ciunky, as though they’ii age badiy. 
However, in fetching Ara Biue and 
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with the carbonfibre side biades and 
rear wing that come as part of the 
Pius upgrade, this R8 does not want 
for presence. 

Thebignewsintechnicai 
terms is the structure, which 
now incorporates carbonfibre for 
reduced weight and added rigidity. 
The engineers have used the 
iightweight materiai in those areas 
where strength was needed in one 
direction oniy (otherwise the weight 


saving benefits of carbonfibre are 
iost), such as the rear buikhead 
and transmission tunnei. In totai, 

13 per cent of the base structure 
is carbonfibre, the rest aiuminium. 
Audi ciaims it is 40 per cent stiffer 
than the oid structure and 15 
per cent iighter, too, which has 
contributed to a modest weight 
saving of 15kg over the oid car. 

Thetechnoiogicai improvements 
extend to the drivetrain, too, with a 


Above: where the 
standard R8 VlOgetsa 
retractable spoiler, the 
VIO Plus sports a large 
fixed wing sinnilar to that 
of the old R8GT and 
LMX (but, alas, no dive 
planes... yet):sideblades 
no longer run up to the 
roof of the car. 


This month 


AUDI R8 VIO PLUS 

New 449kW, 330knn/h R8 steps 
firmly into supercar territory 



DMS MCLAREN 650S 

478kW not enough? Tuner 
remap takes Brit supercar up 
to537kW 



PORSCHE BOXSTER 
SPYDER 

An evo favourite returns, but 
can this more practicai Spyder 
stiiithriii? 

NISSAN GT-RMY15 

Godziiia is getting iong in the 
tooth but minor tweaks keep its 
teeth razor sharp 

LOTUS EVORA 400 

Evora gets serious with 298kW 
and a revised chassis 

BMW M5 PURE 

At $185,000, the new stripped- 
down M5 is the most affordable 
in over a decade 



The team 

This month, we asked the evo road test team to 
name their favourite GT car. 







NICKTROTT 

UK editor 

Aston Martin Rapide S. Big distances 
skim underneath iike you’re on some 
kind of levitation device 

JESSE TAYLOR 

Australia editor 

Impossible call between the 
Ferrari FF and the Mercedes S63 
AMG Coupe 

HENRY CATCHPOLL 

Features editor 

Maserati GranTurismo Sport. 

Relaxed, elegant, fast enough. Just a 
lovelythingtospendtimein 

DAN PROSSER 

Road test editor 

Travelling by Mercedes S63 AMG 
Coupe is probably as close as we’ll 
get to teleportation 

JETHRO BOVINGDON 

Contributing editor 

Carrera GT, Ford GT... Oh, not that sort of 
GT OK, then: Ferrari 575, Fiorano pack and 
manual ’box. Stunning 



RICHARD MEADEN 

Contributing editor 

A manual Ferrari 612 Scaglietti. Mad 
styling, mighty performance and four 
proper seats. Magic 



DAVID VIVIAN 

Contributing editor 

Bentley Continental GT Speed. 
Does what it says on the tin 



ADAMTOWLER 

Contributing road tester 

2007 Aston Martin Vanquish S Works 
Service Manual. Feisty, suave: oozes 
gravitas. Agrand touring natural 
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In dynamic 
terms the 
biggest point 
of difference 
between new 
car and old is 
sheer grip 


new quattro all-wheel-drive system 
that can distribute all of its torque 
to either axle in extreme conditions. 
Drive is further apportioned 
between the rear wheels by a locking 
differential. The seven-speed dual- 
clutch S-tronic gearbox - now the 
only option - has been tweaked to 
return quicker, sharper changes. 
Carbon ceramic brakes are standard 
on the VIO Plus but optional on the 
regular VIO. 

There are a handful of significant 
optional features - all specified 
on this test car - which are worth 
mentioning, too. The first is Dynamic 
Steering, which caused such 
consternation when the Lamborghini 
Huracan - with which this R8 shares 


the technology - arrived last year. 
The system adjusts the steering 
ratio to switch between offering 
low-speed manoeuvrability and 
high-speed stability. Next there is 
Audi Magnetic Ride, which gives the 
driver a choice of damper settings. 
This is accessed via the Drive Select 
function, which also adjusts the 
gearbox, all-wheel-drive, steering, 
engine and exhaust parameters. 
Finally, there’s a new Performance 
Mode function (standard on the VIO 
Plus), which offers three settings for 
the stability control system - Dry, 
Wet and Snow. 

The cabin quality is very good 
indeed and the driving position 
would be perfect but for the seat 


being mounted fractionally too high. 
In Comfort mode the ride quality is 
just about as cosseting as you could 
expect of a mid-engined supercar, 
and with the gearbox in automatic 
mode and the exhaust knocked 
back into its quieter setting, the R8 
is relaxed and refined. If you need 
no more than two seats and the 
reasonable storage space offered by 
the front boot, there’s no reason why 
you couldn’t use an R8 daily, as our 
own Richard Meaden found with his 
previous-gen VIO Plus long-termer. 

The technical details of the 
5.2-litre, ten-cylinder engine 
are mouth-watering: 449kW at 
8250rpm, 560Nm at 6500rpm and a 
maximum crank speed of 8700rpm. 
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Audi R8V10 Plus 


Similarly, the performance figures 
speak for themselves: O-lOOkm/h in 
3.2 seconds and 330km/h flat-out. 

This engine is an utter joy. At 
a time when rivals are switching 
to turbocharging, the naturally 
aspirated VlO’s instant response, 
rich, serrated bark and top-end 
intensity are something to savour. 
The level of performance is alarming 
and the S-tronic gearbox now shifts 
with the immediacy of the very best 
transmissions. 

Our misgivings about Dynamic 
Steering remain, though, because 
when you nudge the R8 up to 
the limit of its dynamic abilities, 
there’s very little useful interaction 
between car and driver. Quite often 



during our test drive I find the 
front axle washing wide without 
having had any indication that it’s 
about to let go. Short of the limit it 
actually does a good job of linking 
man and machine. On initial turn-in 
there is no slack in the steering 
whatsoever and the response 
from the front end is absolutely 
immediate, as though the steering 
input and response is a single, 
cohesive action. It gives the car a 
sense of precision and agility, but I 
do hope the conventional system 
is more communicative when you 
really need to know how much is in 
reserve. 

The suppleness of the old car 
over an uneven surface remains. 


although on the few broken 
sections we find during the launch 
in Portugal there’s reason to believe 
the stiffer suspension mode will be 
too much for many of Australia’s 
back roads. Nonetheless, the R8 is 
still tautly controlled in its relaxed 
damper setting, with the body 
diving and rolling enough under 
braking and in cornering to paint 
a clear picture of how hard the 
chassis is working. Steering aside, 
this is a natural and intuitive car to 
thread down a road. 

In dynamic terms the biggest 
point of difference between new car 
and old is sheer grip. The R8 travels 
through a series of phases as you 
push harder and harder. Initially, the 


Top left: 12.3-inch 
‘Virtual Cockpit’ TFT 
display can switch 
between prioritising 
dials and navigation. Top 
right: carbon cerannic 
brakes are standard on 
the Plus. Pictured wheels 
are optional 20-inchers: 
19s are standard. Above: 
exhaust and stability 
control settings can 
be changed fronn the 
steering wheel. 
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car feels as though it’ll grip infinitely, 
then it settles into a window of 
understeer as you approach the 
limit. The trick to smashing through 
this window is weight transfer. Enter 
a corner hard on the brakes and 
the weight moves forward, which 
shifts the point of balance forwards. 
This helps provoke the rear end 
and trim out understeer. With the 
car rotating about the apex it then 
pays to reapply the power very early 
indeed, which will just about get the 
rear axle over-rotating to sling the 
car away from the corner in a neutral 
shape, rather than in a frustrating 
mess of power understeer. 

Much the same was true of the 
original R8, but the issue now is 
that the all-wheel-drive system 
and chassis are so effective that 
you really do need to be motoring 
along very hard indeed to access 
that lovely window of adjustability 
and engagement. The old car would 
invite you in at more reasonable 
speeds. If you don’t drag the new car 
onto that plane, you might be left 
thinking it a touch aloof and distant 


You need to be 
motoring very 
hard indeed 
to access that 
lovely window 
of adjustability 

- a trait it shares with the Huracan. 
On track, however, where the 
chassis loadings are naturally much 
higher, the R8 still feels sweetly 
balanced and hugely adjustable, 
both on and off the throttle. 

There is still a great deal to be 
learnt about this R8, not least how 
it feels without Dynamic Steering, 
on standard suspension and on local 
roads. Until it proves itself to be fun 
and involving at more accessible 
speeds and more communicative 
through its steering, it is denied the 
full five stars. 

Dan Prosser (@TheDanProsser) 



Above: with the V8 gone, 
the R8 is now available 
exclusively with Audi’s 
5.2-litre VIO; cylinder 
deactivation nnakesfor 
12.3L/100knnconnbined. 
Right: carbonfibre rear 
diffuser worthy of 
Audi’s first 330knn/h 
production car. 



Specification □ Timeless drivetrain, huge performance, usability O Needs to be driven hard to really engage 


Engine 

Power 

Torque 

Weight 

Consumption 

0-100km/h 

5204ccV10,dohc,40v 

449kW@8250rpm 

560Nm @ 6500rpm 

1555kg (289kW/tonne) 

12.3L/100km 

3.2sec (claimed) 


evo rating 

Top speed Basic price 

330km/h (claimed) , C$400,000 
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DMS McLaren 650S 

Electronic trickery teases Ferrari F12-rivalling power from 
the McLaren 650S while making it more of a drivers’ car 



IT IS NOT A RATIONAL 

person who requires 
their McLaren 650S 
to be even more 
acceierative than it aiready is. 
Nonetheiess, UK-based DMS - weii 
aware that rationaiity can be a 
finite commodity in the worid of 
the privateiy owned supercar - has 
found its way into the McLaren’s ECU 
and squeezed yet more power from 
the 3.8-iitre twin-turbo V8. 

The resuits are 537kW and 770Nm, 
increases of 59kW and 92Nm over 
the factory car. The curves have 
been boistered throughout the 
rev range, too, with a significant 
hike in torque output at 4500rpm. 
The on-paper gains are sizeabie 
and in practice the DMS-tuned 
650S feeis even more expiosiveiy 
acceierative than the aiready 
rampant standard car. 


Throttie response is pretty sharp 
for a turbocharged unit, but iike the 
factory version there is a brief pause 
before the f uii force of the uprated 
engine is feit. From around 2800rpm 
it begins puiiing with reai muscuiarity 
and the strength of the mid-range is 
staggering, in any of the iower three 
gears traction at the rear wheeis 
wiii iikeiy have been biown away by 
5000rpm,eveninthedry. 

With the rediinestiiiset at 
8400rpm there is extraordinary 
reach to this engine. Where most 
turbocharged powertrains wouid be 
asking for a new gear, this V8 has a 
further 2000rpm to offer. Beyond 
7500rpm the power curve fiattens 
- no changes there, then - but by 
using the fuii 8400rpm you can hoid 
a gear as you approach a braking 
zone rather than be forced to shift 
up, and you’ii aiso drop the engine 



back into its sweet spot when you do 
caii for the next cog. The standard 
engine is a mighty thing, but in this 
state of tune it becomes the car’s 
dramatic centrepiece. 

The upgrade, which is aiso 
avaiiabie on the 12C, has been in 
deveiopment for a number of years 
and was tested on DMS’s own car for 
three months before being offered 
to customers. According to company 
founder Rob Young, the drivetrain 
can handie the extra power, with 
severai customer cars undertaking 
trackdays and European driving 
hoiidays without any probiems. 

As weii as boistering the power 
and torque outputs, the DMS 
upgrade aiso enabies ieft-foot 


braking, in standard tune the ECU 
wiii cut power when it senses any 
overiap in pedai appiication, but the 
new software overruies that safety 
function to aiiow the driver to trim 
out the chassis’ in-buiit iow-speed 
understeer. As Young says, it’s more 
in keeping with what an advanced 
driver wouid want. 

Costing £4800 (c$10,450) in the 
UK, this is a very costiy software 
upgrade. That can be attributed to 
the compiexity of the McLaren’s 
ECU and the time and expense that 
has gone into accessing it, as weii as 
the reiativeiy modest saies voiumes 
anticipated, inciuded in DMS’s three- 
year aftercare package is a no-cost 
reinstaiiation of the upgrade shouid 
a deaier fiash the ECU back to the 
factory settings, pius the option to 
temporariiy revert to the standard 
map, shouid the owner wish it, again 
at no extra cost. 

For some peopie supercar 
ownership is a reai-iife game of 
Top Trumps. The DMS 650S is 
undoubtediyastarcard. □ 

Dan Prosser (@TheDanProsser) 


<SppHfir?itlnri 

Engine 
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Power Torque Weight Consumption 0-100km/h 

evo rating 
Top speed 

★★★★★ 

Basic price 

3799CC V8, dohc, 32v twin-turbo 

537kW@7650rpm 

770Nm @ SlOOrpm 

1428kg (376kW/tonne) 

N/A 

2.98sec (claimed) 

339km/h (claimed) 

N/A in Australia 
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Porsche 

Boxster 

Spyder 

Porsche is on a roll with 
its sub-911 models, so 
with added power, less 
weight and a new roof, is 
the Spyder an even better 
Boxster than our current 
fave, the GTS? 




ABOUT NOW THERE 
would probably have 
been a sound akin to a 
hurricane denudinga 
small campsite if I’d been in the old 
Boxster Spyder. I’m on an autobahn 
and have breached 200km/h, which, 
while not a phenomenal rate of 
knots, is nonetheless the maximum 
permissible speed of the old Spyder 
with its ‘shower cap’ roof in place. 

This 2015 Spyder has no such 
issues, however, and although the 
new roof above my head still looks 
rakish and saves a useful 10kg, it can 
be used all the way up to the car’s 
top speed of 290km/h. Traffic on the 
autobahn won’t let me reach quite 
those heights today, but I push on 
to 267km/h (the old Spyder’s top 
speed) just to ram the point home. 

This time the Boxster Spyder was 
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Porsche Boxster Spyder 



Left: steering wheel 
isasnnallerdianneter 
than the regular Boxster 
itenn; nnanual gearbox 
is nnandatory- there’s 
no PDK option. Below: 
don’t be fooled by the 
roof buttons -raising 
orloweringthetopisa 
largely nnanual affair. 


designed from the outset with a roof 
and, as a consequence, that roof is 
much more integrated. There is a 
button-operated motor to attach it 
secureiy to the header raii, but the 
rest of the stowage or erection is 
done manuaiiy. It’s relatively simple 
once you’ve got used to a couple of 
quirks (the trickiest part is finding 
the button beneath the canvas that 
releases each of the ‘fins’ attaching 
it to the rear deck) and by the end of 


my time with the Spyder I’ll be able 
to complete the whole process in 
around 30 seconds if I do my very 
best running-around-the-car-Le- 
Mans-pit-stop impression. 

As for the rest of the car, well, on 
paper at least it has clearly usurped 
the already wonderful GTS at the 
top of the 981 Boxster tree. With 
the 3.8-litre flat-six from the 991 
Carrera S (and the Cayman GT4) 
mounted amidships, the Spyder 



puts out a healthy 33kW more than 
the Boxster GTS (but 7kW less than 
the GT4). Torque is up on the GTS by 
50Nm too and the O-lOOkm/h time 
has dropped by O.Ssec, to 4.5sec. 

In addition to the largely manually 
operated roof, some 918-inspired 
seats plus a lack of air con and radio 
as standard help to drop the kerb 
weight by 30kg to 1315kg. 

For reasons that will be explained 
in a future issue, I’m driving a large 
number of kilometres in a Spyder 
across a seasonally hot and sunny 
stretch of Europe, and as a result I’m 
rather pleased that this particular 
car was specced with air con and 
PCM infotainment. It’s a slightly 
tricky conundrum, however, because 
obviously the purist in me thinks that 
potential owners should spec their 
Spyders to be pared-back paragons. 
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yet the realist in me admits that 
a Spyder is likely to be used much 
more if you add in a couple of little 
luxuries so that long motorway 
journeys to the mountains are much 
more pleasurable. I believe it’s what 
is known as a first-world problem. 

The speedster-looking rear and 
the much more aggressive front 
end suggest that this is going to 
be a very different sort of Boxster 
to drive. However, initially there 
doesn’t feel like there is a stark leap 
in performance over a GTS. The 
culprit is the Boxster’s tall gearing, 
which masks the greater power if 
you’re only driving at a moderate six- 
tenths. Up the pace, though, and the 
extra urge really starts to make itself 
felt, with the flat-six getting into its 
considerable stride above about 
SOOOrpm, where the peak torque 
plateau begins. 

The 20mm-lower Sports chassis 
that’s an option on the GTS is 
standard here, and although the 
low stance of the Spyder suggests 
an uncompromising ride, the 




suspension is actually surprisingly 
compliant over some extremely 
broken sections of road. 

What is new to this Boxster is the 
steering, which is taken from the 991 
Turbo (which has a quicker rack), and 
the lovely, smaller, 360mm-diameter 
steering wheel also seen in the new 
GTS RS. As a result there is more 
weight in your hands and a greater 
economy of movement as you guide 
the car through corners. Although 
the steering doesn’t have quite the 
liveliness of the GT4’s (this is not a 
full Motorsport car, remember, so 


it doesn’t have the 911 GTS front 
end that the ultimate Cayman has), 
the Spyder nonetheless changes 
direction with increased agility and 
simply beautiful composure. The 
extra urge also means it’s easier to 
unhitch the rear tyres, although the 
mechanical LSD could lock more 
aggressively, if we’re being picky. 

With the roof and windows down, 
the buffeting is more than a zephyr 
but no stronger than a stiff breeze, 
and when you throw in the beautiful 
six-speed manual complete with 
stubbier lever, and a soundtrack that 
has more snap, crackle and pop than 
a Kellogg’s factory, the driver’s seat 
is a pretty wonderful place to be. 

Rather than any single stellar trait, 
it is more a subtle coalition of small 
improvements that lifts the Spyder 
driving experience Just above that 
of the GTS, but overall the Spyder is 
worthy of its place at the top of the 
981 range. At $168,600 it seems like 
something of a bargain too. □ 
Henry Catchpole 
(@HenryCatchpole) 


Specification D The fastest, most rewarding Boxster yet D Tall gearing stiii an issue: feedback traiis Cayman GT4’s evo rating ★★★★★ 


Engine 

Power 

Torque 

Weight 

Consumption 

0-100km/h 

Top speed 

Basic price 

3800CC fiat-six, dohc, 24v 

276kW@6700rpm 

420Nm @ 4750-60 00rpm 

1315kg (210kW/tonne) 

9.9L/100km 

4.5sec (claimed) 

290km/h (ciaimed) 

$168,600 
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Nissan GT-RMY15 


Nissan GT-R MY15 

Once the embodiment of future tech, Nissan’s GT-R now feels deliciously old-school and involving 


UNVEILED AT THE 
2007 Tokyo Motor 
Show, Nissan’s R35 
GT-R might be getting 
iong in the tooth, but a process of 
constant refinement and tweaking 
has ensured its teeth remain razor 
sharp. And despite the famiiiarity 
with the shape, spotting a GT-R is a 
rare thriii - during its time on saie in 
Austraiia, more Ferraris have been 
soidiocaiiythanGT-Rs. 

Like other exotica, the Nissan 
GT-R sizzies with a tension that is 
iackingfrom most modern cars. 

And iike other big-hitting sports 
cars, a fiutter of nervous tension 
shocks me as the unassuming 
key is handed over and I approach 
the huiking, square-shouidered 
shape. So futuristic when new, the 
interior has aged markediy, but the 
oversized steering wheei, chunky 
centre consoie and muiti-mode 
dispiay screen suit the iarger-than- 
iife nature of the GT-R. If the design 
shows the march of time, the quaiity 
has improved out of sight over 



the first R35s of iast decade. Our 
Premium modei feeis just that. 

Prod the red starter button 
and the Nissan’s 3.8-iitre twin- 
turbocharged V6 fires with a dry 
cough. It’s more industrial than 
musical and doesn’t hint at the 
iatent potency of the GT-R. For the 
MY15 modei, power and torque 
remain at the aiready prodigious 
ieveis - 404kW at 6400rpm and 
628Nm from 3200-5800rpm. 

I’m always surprised by how 
physicai the GT-R feeis, and whiie 
the inherent tech promises the 
future, the dunks and whirrs from 
the tightiy wound drivetrain feei oid- 
schooi. It’s a dichotomy that bears 
out in the Nissan’s dynamics. 

I’ve previously been highly critical 
of the GT-R’s ride quaiity (despite 
daims from Nissan that their 
engineers have softened the car for 
each update). The MY14 update, 
however, changed my tune and the 
MY15 further softens my stance. 
There’s no denying that the GT-R stiii 
rides with tightiy controiied tension. 



Above: It’s hard to believe but the 
current GT-R was revealed in 2007. 

but there’s no longer a Pavlovian 
response to flick the dampers to 
‘comfort’ mode before you even test 
out the road surface. The squishier 
seats also help round off the worst 
of the impacts. 

As alluded to earlier, the GT-R’s 
dynamics are a blend of tech- 
enhanced efficiency and old-school, 
scruff-of-the-neckfun. For those 
that dismiss the GT-R as a fast car 
that drives itself, it’s anything but 
and requires more driver effort than 
a Porsche 911 Turbo. It also gives up 
its secrets earlier than Turbo (or 
even more insane Turbo S). The first 


time a GT-R steps into oversteer 
might well surprise you, but once 
you’re familiar with its responses, 
you’ll be looking for opportunities to 
provoke Godzilla. 

The 3.8-litre twin-turbo V6 still 
possesses sledgehammer shove 
through the mid-range and into 
its upper reaches, but newer, 
more sophisticated turbocharged 
weapons (Porsche’s 991-generation 
Turbo and Turbo S are obvious 
examples) show up the Nissan’s low- 
speed tractability. The Nissan’s six- 
speed dual-clutch gearbox has also 
been surpassed by those from other 
brands (again Ferrari and Porsche 
lead the way here), but there’s still a 
ruthless efficiency about the manner 
in which the GT-R gets from here to 
there in very little time. 

With Porsche and Ferrari updating 
their cars more frequently and with 
ever higher levels of technology, 
there’s delicious irony that the 
Nissan GT-R now represents the 
old-school. □ 

Jesse Taylor 


Specification Q Ride is much better (no really), still ballistically quick, playful dynamics B Interior feeling its age 


Engine 

Power 

' Torque 

Weight 

{ Consumption 

0-100km/h 

3799CC V6, dohc, 24v twin-turbo 

; 404kW (3) 6400rpm 

1 628Nm@3200-5800rpm 

1 1740kg (232kW/tonne) 

1 N/A 

2.7sec (claimed) 


evo rating 
Top speed 

315km/h (claimed) 


i Basic price 

i $172,000 
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Lotus Evora 400 


On paper this new 
Evora is perhaps the 
oniy rivai capabie of 
taking on and beating 
the Porsche Cayman 
GT4. At a soaking 
wet Hethei, are the 
first impressions 
encouraging? 


H THERE'S NOTHING 
wrong with a bit of 
good oid-fashioned 
cynicism. However, 
there are times when cynicism is 
simpiy a euphemism for prejudice 
and aii the ugiy things that come 
with it. The sheer distrust that swiris 
around Lotus for many these days 
feeis iike it’s heading down that path. 
Of course, we have good reason to 
question Lotus: the wounds created 
by the Bahar years wiii take time to 
heai. Taik of an SUV when we’re aii 
crying out for a period of stabiiity 
and great sports cars before Lotus 
embarks on its next great adventure 
doesn’t heip, either. 

Yet, for aii the uncertainty, there’s 
no question that Lotus stiii has 


the capabiiity to buiid what we aii 
iove: cars with a purity of feei and 
response: cars that invoive and 
excite. The iast aii-new Lotus was 
the Evora, which won eCoty in 2009, 
whiie the fabuiousiy rorty Exige S 
shared the titie with the Pagani 
Huayra in 2012. Hopefuiiy that magic 
is stiii deep within the fabric of the 
company, even after the turmoii of 
recent years. Which brings us to the 
new Lotus Evora 400, a thorough 
reworking of the Evora S, with more 
performance, iess weight, improved 
quaiity and a new edge to the 
dynamics. In the UK it is priced in iine 
with the Porsche 911 Carrera, but the 
burning question is whether it can 
shade the Cayman GT4. 

After what feeis iike weeks of 


warm, dry weather I arrive at Lotus 
to a deiuge. The iocai roads are 
fiooding and the sky is a ieaden grey. 
These aren’t ideai conditions by any 
means, but perhaps they’ii piay to 
the Evora 400’s skiii set. When the 
going gets tricky you want ciear iines 
of communication, a predictabie 
baiance and iinear, intuitive controis 
- that aimost sounds iike an Evora 
mission statement. 

Dynamics aside just for a 
moment, perhaps what’s most 
important over the next few months 
is that the 400 draws peopie into 
Lotus deaierships, and despite the 
rain and wind the bright orange 
shape punches out of the gioom and 
iooks iean, sharp and aggressive. 

It’s a good start. Just as I climb out 
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Lotus Evora 400 




of the Cayman GTS I’ve arrived in, 
another 400 is about to be shifted 
into position and starts with a 
gorgeous whoop of revs. The noise 
is smoother and purer than the dirty 
Exige S cacophony. For showroom 
appeai the Evora 400 is aiready miies 
ahead of the Evora S. 

After that tantaiising introduction, 
it’s hard not to be excited at the 
prospect of iimbering up and then 
contorting myseif to get behind the 
400’s steering wheei. Thanks to a 
new charge-cooiing system, the 
supercharged 3.5-iitre V6 produces 
298kW (400bhp, hence the name) 
and 410Nm. Coupied to a 41kg weight 
saving and a new Quaife torque- 
sensing iimited-siip differentiai, 

Lotus ciaims that the 400 can cover 


There’s a sense 
of occasion 
that Evora S 
owners won’t 
recognise 


Top:the400’s redline 
is set encouragingly 
high, at 7000rpnn, while 
nnaxinnunn torque is 
developed between 
3500 and 6500rpnn. 


O-lOOkm/h in 4.2sec and reach 
300km/h. That’s just the start, as 
Lotus says over two-thirds of the 
400 is new, including suspension 
geometry and steering rack location, 
larger AP Racing brakes, engine 
mounts, a significantly revised gear 
linkage, lighter seats, a completely 
redesigned interior, a new heating 
and ventilation system, revised 
traction and stability control 
calibration in conjunction with 
Bosch, and a sharp exterior that 
produces 32kg of downforce at 
240km/h. 

Yet perhaps the single biggest 
change that will count for 
prospective owners is that the 
chassis itself has been revised 
and the huge sills have been cut 


away dramatically. I need not have 
limbered up and I certainly don’t 
need to contort myself. Just swing 
open the door and get in Just as you 
might with a Cayman. Praise be! The 
sheer inconvenience and discomfort 
of getting into an Evora is no longer 
an issue. The driver’s Sparco seat is 
set a little high but otherwise all feels 
and looks good. Can the 400 match 
the fit, finish, design and control 
interface of a GT4? No, but it was 
ever thus with low-volume sports 
cars. Apart from the aftermarket feel 
of the Alpine touchscreen, the 400 is 
more than passable. 

The engine really does sound 
terrific and it picks up all 1415kg 
with a wicked intent, spitting out 
pops and bangs on the overrun in 


www.evomag.com.au 053 




the Sport and Race driving modes 
and providing a sense of occasion 
and performance that an Evora S 
owner wouidn’t recognise. They’d 
bareiy recognise the shift quaiity 
of the six-speed gearbox, either. 

The ioose, rattiy sensation is gone, 
repiaced with something requiring a 
iittie more effort but rewarding with 
much greater precision. Even so, the 
’box remains frustrating at times, 
refusing to deiiver fast shifts from 
second to third gear without a nasty 
graunch. It’s way behind the pure joy 
of a Cayman’s manuai, for exampie. 

The Evora ciaws back points in 
other areas, though. The detaiied 
steering is a thing of wonder in 
these days dominated by eiectric 
assistance and it reaiiy connects 
you to the much-revised chassis. 
Lotus wanted to create greater 
agiiity with the 400, so compieteiy 
recaiibrated the Biistein dampers 
and upped the spring rate at the rear 



The Evora 
remains a car 
that pours 
feedback the 
driver’s way 

Above: Evora 400 
boasts new forged 
alloy wheels shod in 
Michelin Pilot Super 
Sport rubber. 


as well as increasing front camber 
and the fitting that LSD. There’s a 
bit more physicality to the ride and I 
like the new sense of aggression and 
more responsive setup. On sodden 
roads the chassis conveys every 
lump, bump and puddle without 
kicking back through the steering. An 
intuitive ESC setup means the 400 
manages to feel alive and super-alert 
but also nicely reassuring. 

On a similarly soaking but much 
smoother Hethel test track the 
400’s impressive dynamics shine 
Just as brightly. There’s a bit more 
body roll than you might expect but 
grip and traction are superb and the 
balance is as sweet as you could 
wish. Slow corners can see the 400 
push gently into understeer but it’s 
so easy to turn in off the power, feel 
the tail swing wide and then balance 
it with just a trace of oversteer. The 
ESC deserves a mention again here 
too, as Race mode allows you to get 


some angle and then lean on the 
system to hold it there but not swing 
any further. Turn it off altogether 
and the 400 remains a beautifully 
balanced car beyond the limit. 

Our time with the Evora 400 is 
short and compromised by the 
weather, but the fundamentals 
feel excellent. It remains a car that 
pours feedback the driver’s way 
with amazing detail. Traction is 
vastly better with the new LSD and 
the engine sounds so much more 
exciting than it does in the Evora S. 
The chassis retains that feeling of 
innate poise and control but adds 
just enough edge to create an 
experience that’s more special and 
exciting. Climbing into the Evora has 
never been easier and the rewards 
that await have never been more 
appealing. I’d say that’s job done. 

And a slot at eCoty and a date with a 
Cayman GT4 is assured... □ 

Jethro Bovingdon 



D Performance, noise, srio and sense of excitement all take a leao B Gearbox still not oerfect. interior oualitv 

evo rating 
Top speed 


Engine 1 

1 Power 

Torque 

Weight 

Consumption 

0-100km/h 

Basic price 

3456CC V6, dohc, 24v, supercharged 

298kW@7000rpm 

410Nm@3500-6500rpm 

1395kg (214kW/tonne) 

9.7L/100km 

4.2sec (claimed) 

300km/h (claimed) 

n/a 
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BMW M5 editions 



such, makes 412kW at 6000rpm and 
680Nm from 1500-5750rpm. Not 
that you’ll pick it from the driver’s 
seat, the Pure is a tenth of a second 
slower from O-lOOkm/h than the 
Comp Pack variant at 4.3. 

In addition to the arrival of the 
Pure edition, the MS range has 
also been bolstered by two 10-unit 
limited editions - the Nighthawk 
(pictured) and the White Shadow 
(both $235,930). Like the ‘normal’ 

M5 ($229,540), the Nighthawk 
and White Shadow feature the 
Competition Pack. The Pure is not a 
limited-run model. 

After driving the Pure back- 
to-back with the more-powerful 
Nighthawk, I initially thought that 
I could pick the slight difference 
in power. Down Sandown’s long 
back straight, the Nighthawk was 
touching 235km/h while the Pure 
topped out at 226. There was a 
similar speed deficit on the front 
straight, leading me to think it was 
down to the power difference. 

Both of Sandown’s straights are 
preceded by 90-degree left-handers 


BMWM5 

editions 

Headlined by the $185,000 
Pure, new M5 variants 
keep the big-hitting super 
sedan fresh 



RACE TRACKS OFTEN 
make road cars feel 
small both in terms 
of their physical 
size but more so in terms of their 
performance. However, Sandown 
Raceway in Melbourne fails to tame 
the urge of the M5, nor does it mask 
the physical size of the imposing 
sports sedan. I’ve previously 
sampled an FIO M5 at Phillip Island, 
and not even that fearsomely fast 
circuit can mask the fury of the car. 

We’ve travelled to Sandown to 
sample two new editions of BMW’s 
V8 supercar. The Pure headlines 
the line-up with its $185,000 
price, which represents a $44,500 
reduction compared to the regular 
M5 and makes it the cheapest M5 
since the $169K E34 generation 
(1990-95). 

In terms of what the Pure drops 
compared to the regular M5, the 
biggest item is the Competition 


Pack, but the Pure also misses out 
on the four-zone air-con (two-zone 
instead), TV function, sunroof, 
rear-seat blinds, soft-close doors 
and multi-function front seats with 
ventilation. In addition, the Pure’s 
leather trim doesn’t extend to the 
dash or full door-skin coverage, and 
the headlining is in fabric rather than 
Alcantara. 

As standard, the Pure is available 
with matt (Frozen) paint, though 
at no cost you can choose one of 
several BMW Individual colours. 

During the model’s mid-cycle 
update last year, BMW Australia 
opted to make the Competition 
Pack standard on locally delivered 
M5s. The Comp Pack bumped the 
twin-turbocharged 4.4-litre V8 
engine from 412kW to 423kW (torque 
remained 680Nm), dropped the 
suspension by 10mm and quickened 
the steering by 10 per cent. The Pure 
does without the Comp Pack and, as 



and the Pure was struggling to 
drive off the corners with the same 
conviction as the Nighthawk, leading 
to the lower peak speeds. All M5s 
variants are fitted with 20-inch 
alloys wrapped in 265/30 (front) and 
295/30 (rear) tyres, but the Pure 
was running Pirelli P Zero rubber, 
while the Nighthawk was fitted 
with Michelin Pilot Super Sports. 

We found the Michelins delivered 
more consistent traction and better 
stability. Of course, $44,500 buys 
lots of tyres. □ 

Jesse Taylor 


Specification D Cut-price Pure brings new level of ‘affordability’ to M5, so fast D Can intimidate 


Engine 

Power 

Torque 

' Weight 

Consumption 

O-lOOkm/h 

4395CC V8, dohc, 32v, twin-turbo 

423kW@6000rpm 

680Nm@1500rpm 

, 1870kg (226kW/tonne) 

9.9L/100km 

1 4.2sec (claimed) 


evo rating 
Top speed 

250km/h (limited) 


Basic price 

$235,930 (Nighthawk) 
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In half a century of 911 evolution, this latest 
update will rank amongst the most controversial: 
the Carrera is going turbocharged. Here’s the 
low-down on that- and other changes 


by DAN PROSSER 


PHOTOGRAPHY by JAMES LIPMAN 





NEW PORSCHE 911 



R ERHARD MOSSLE WOULD 

rather let the car do the talking. On more 
than one occasion during our 48-minute 
interview I try to draw the senior Porsche 
engineer into making bold, cocksure claims 
for this revised and updated 911, but each 
time he simply replies: “You will see when 
you drive it.” 

If ever a new car - or rather a new engine 
- had much to prove against a backdrop of 
such apprehension, this is it. The 911 Carrera 
is now turbocharged. In closing the book on 
five decades of tradition, Porsche has jabbed 
the ribs of the sports car purist who - for 
three very good reasons - will wonder if this 
could be the beginning of the end. Immediate 
throttle response, a serrated exhaust note 
and high crankshaft speeds have been central tenets of mainstream 
911 engines since the original model arrived in 1963 and, owing 
to the fundamental way in which turbochargers work, all three 
of those principles could be at risk. Mdssle’s quiet assuredness, 
though, is more convincing than any conceited sound bite. 

The current 911, codenamed 991, arrived three years ago 
complete with its own breaks from tradition, and this facelift is 
intended to keep it fresh and competitive for the final few years 
until a replacement arrives. The big news, of course, is the switch 
to turbocharging, although significant revisions have also been 
made to the chassis, bodywork and cabin. The facelifted Carrera 
and Carrera S will arrive in Australian showrooms in March next 
year, in both coupe and Cabriolet body styles, with all-wheel-drive 
C4 and C4S versions to follow. 

By introducing the new turbocharged engine on this facelifted 
model, Porsche has given itself a head start on the 991’s replacement, 
which is due in 2019, and spared itself from having to develop a 
complicated new powertrain and an all-new platform at once. 

Asked if he can understand the apprehension that some will feel 
about the move to forced induction, M5ssle is emphatic: “Yes, of 
course I can! The normally aspirated six- cylinder boxer is a famous 
engine in the 911, but we face some challenges, not only in terms 
of fuel consumption and emissions, but also from our competitors. 
When you look at our competitor cars, like the Mercedes-AMG GT S 
or other cars with turbocharged engines, it’s getting harder to stay 
close to them with a normally aspirated engine.” 

Porsche isn’t just responding to the ever more stringent emissions 
regulations set out by the European Union and other legislative 
bodies around the globe, then. It’s also doing what needs to be done 
to keep up with the state of the sports car arms race in 2015, which, 
regrettably or otherwise, has reached a point where a naturally 
aspirated six-cylinder can no longer be competitive. 

Both the new Carrera and Carrera S use an all-new 3.0-litre, twin- 
turbo engine, still with six cylinders arranged in a boxer formation. 
In terms of displacement, this is the smallest engine fitted to a 911 
since the SC ceased production 32 years ago, but in terms of power 
output the mainstream 911 has never been more potent. Torque 
output, meanwhile, has gone through the roof. 

Both versions boast a 15kW increase over their naturally 
aspirated predecessors, to 272kW for the Carrera and 309kW for the 
Carrera S. Peak power in each model arrives at 6500rpm, with the 
redlines set at 7500rpm. Maximum torque on each model has risen 
by 60Nm, resulting in 450Nm for the Carrera and 500Nm for the S 



Right: new bumpers, 
headlights and wheel 
design help mark out the 
turbocharged Carrera, as 
do vertical slats on the 
engine cover and closer- 
together exhaust pipes 
(see previous spread). 


- but it’s now delivered from 1700rpm right up to SOOOrpm. To put 
that in context, the pre-facelift Carrera S delivers its peak torque at 
5600rpm, which means the new model will be in a different league 
in terms of flexibility and muscularity from low engine speeds. 

The turbochargers are supplied by BorgWarner. They’re fixed- 
vane units rather than the more advanced variable-vane items used 
by the 911 Turbo, and boost at 0.9bar in the lower-powered car and 
l.lbar in the more powerful model. The intercoolers are mounted 
within the bulging wheelarches and are fed via the air intake atop 
the central engine cover. 

With more power than ever, the 911 Carrera is faster than ever, 
too. The base model will crack lOOkm/h in 4.2sec when equipped 
with the optional PDK gearbox and Sport Chrono Package; that’s 
two-tenths quicker than its equivalent predecessor. The Carrera S 
dips below four seconds for the first time to record a 3.9sec dash 
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(again with PDK and Sport Chrono); that’s another two-tenths 
improvement. Top speeds are now 295km/h and 308km/h. 

Fuel efficiency is another point of progress. With PDK, Porsche 
claims the Carrera will manage 7.4L/100km on the combined cycle 
and the Carrera S 7.7L/100km, which represent improvements of 
0.8L and l.OL respectively. “When it comes to fuel efficiency, Porsche 
is clearly ahead of the competitors now,” states M5ssle. 

The benefits of turbocharging are very well documented, but so 
are the drawbacks. The mass market will equate more performance 
and improved fuel efficiency with progress, but it remains to be seen 
how cleverly M5ssle and his colleagues have nurtured those less 
quantifiable characteristics that can make an engine truly exciting 
rather than merely effective. As M5ssle said himself, we’ll find out 
for certain when we drive the car, but it’s clear that the engineering 
team did make a priority of response, soundtrack and excitement. 


THE CARRERA S 
DIPS BELOW FOUR 
SECONDS TO 
lOOKM/H FOR THE 
FIRST TIME 
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NEW PORSCHE 911 


“We tried to model a normally aspirated engine and avoid turbo- 
lag as much as possible,” he says. “A lot of detail work has gone 
into the system to improve response. For instance, when you come 
off the throttle the turbos keep spinning, so they are running at 
a higher speed when you get back on the throttle. We also have a 
new sports exhaust system that sounds really good. Yes, it’s different 
to a normally aspirated engine, but it sounds better than the 911 
Turbo, more emotional.” 

On the thorny subject of turbocharging, Mossle has the last word: 
“I think there will be a lot of discussion in the next half-year about it, 
but [ultimately] customers will always want the faster car.” 

The manual gearbox faces a similar threat of extinction to the 
naturally aspirated engine in the world of the performance car, but 
in the Carrera it lives on. Was there pressure to ditch the manual? 
“We had discussions, of course,” says Mossle, “because our manual 
installation rate worldwide is about 10 per cent. It’s a kind of USP 
[in this sector] now. It’s not the fastest gearbox when you go on a 
racetrack, but it makes a lot of fun and that’s important for us. This 
weekend I drove a Cayman GT4 and I didn’t miss the PDK.” 

The manual gearbox, still with seven speeds, gets new ratios to 
suit the new engine’s power and torque delivery. It’s also been beefed 
up to cope with the extra torque output, but the PDK transmission is 
unchanged, save for the ratios. Drive is still distributed between the 
rear wheels by a limited-slip differential - purely mechanical in the 
Carrera and electronically controlled in the Carrera S. 

With a turbocharged engine comes weight. The new unit is 40kg 
heavier thanks to the turbochargers themselves, plus the necessary 
cooling and plumbing. Around 10kg has been offset by weight 
savings elsewhere in the car, but there is now more weight over the 
rear axle. As a result, weight distribution has moved rearwards by 
half a percentage point to 38:62 front to rear, which has required a 


complete overhaul of the chassis settings. Notably, the spring and 
anti-roll-bar rates on the rear axle have been turned up. 

The rear tyres are now 305mm in section at the rear on the S 
model rather than 295mm, while four-wheel steering has filtered 
down from the Turbo and GT3 models as an option an the S. At low 
speeds the rear wheels turn in the opposite direction to the fronts to 
reduce the car’s turning circle (by 40cm), but above 80km/h they 
turn with the front wheels to improve stability. With that added 
rear-axle stability the engineers have been able to make the steering 
more direct around the centre point, by 10 per cent, to make the 
front axle more responsive. “We have more grip on the rear axle so 
we could go a bit sharper on the front,” explains M5ssle. 

The steering system itself is still electronically assisted, but M5ssle 
claims it’s been improved dramatically since the original iterations 
of 2011, with lessons having been learnt during the development of 
competition cars as well as the GT3 and RS versions. 

The brake pads are now a little bigger to deal with the added 
performance, and Porsche Active Suspension Management is 
standard fit. The vast majority of buyers were specifying it anyway, 
apparently, and as M5ssle notes, “a sports car in this sector should 
have the best suspension technology available”. 

As a direct result of the turbocharged power unit, the new tyres 
and the chassis revisions, the new Carrera S is six seconds faster 
around the Niirburgring than the outgoing model, posting a time of 
7min 34sec. Impressively, that’s the same time Porsche claimed for 
the 997-generation GT2. 

Visual updates are limited to revised bumper designs, new 
headlight and LED daytime running light layouts, vertical slats on 
the engine cover, more stylised rear lights and a new placement 
for the exhaust tips, plus a cleaner door handle design and new 
wheels. The frontal air intakes now feature active flaps, which close 








Above: optional steering 
wheel hasa918Spyder- 
style driving mode switch 
(just below the right-hand 
spoke): infotainment 
system has been updated 
and gains a multi-touch 
screen and Apple CarPlay. 


THE ELECTRIC POWER 
STEERING HAS BEEN 
IMPROVED WITH 
LESSONS LEARNT 
FROM THE GTS AND 
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NEW PORSCHE 911 



S1G04017 


THERE IS A SUGGESTION 
THAT THE NORMALLY 
ASPIRATED Oil MIGHT NOT 
YET BE DEAD... 


PORSCHE 911 CARRERAS (991.2) 


Engine 2981cc flat-six, dohc, 24v, twin-turbo Power 309kW @ 6500rpm Torque 500Nm (g) 1700-5000rpm I 
Transmission Seven-speed manual (PDK option), rear-wheel drive, LSD, Porsche Torque Vectoring 
Front suspension MacPherson struts, coil springs, PASM adaptive dampers, anti-roll bar 
Rear suspension Multi-link, coil springs, PASM adaptive dampers, anti-roll bar 
Brakes Ventilated and cross-drilled discs, 340mm front, 330mm rear, ABS, EBD 
Wheels 20 x 8.5-inch front, 20 x 11.5-inch rear Tyres 245/35 ZR20 front, 305/30 ZR20 rear 
Weight cl420kg Power-to-weight c218kW/tonne O-lOOkm/h 3.9sec (claimed, with PDK and Sport Chrono Package) 
Top speed 308km/h (claimed) Basic price $252,800 
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in certain conditions to improve aerodynamics and therefore fuel 
efficiency. A front axle lift is now available, as it has been on the 
GTS for some time, although the new system is 3kg lighter and 
offers 40mm of added clearance rather than 30mm. 

Within the cabin is a new steering wheel, while a smaller, 
360mm GT wheel is available as an option, which features a new 
918 Spyder-inspired switch for adjusting the car’s chassis and 
drivetrain modes. The fourth-generation Porsche Communication 
Management system is introduced here with a multi-touch screen, 
a smartphone style menu system and Apple CarPlay preparation. 

Australian prices are confirmed at $217,800 for the Carrera 
coupe, $239,300 for the Carrera Cabriolet, $252,800 for the 
Carrera S coupe and $274,300 for the Carrera S Cabriolet. 

The prevailing technologies change, Porsche responds and we 
traditionalists declare the end of days. It’s a story almost as old 
as the 911 itself. Looking back to the 1998 introduction of the 
996-generation model, which was a comprehensive sea-change 
for the 911, it now seems entirely logical that Porsche switched 
from air- to water- cooling, despite the protestations of the purists. 
A modern performance engine cooled entirely by air is more or 
less unthinkable now and perhaps, with time, the same might 
seem true of normally aspirated engines, as frightful as that 
prospect might sound. 

However, M5ssle suggests the normally aspirated 911 might 
not yet be dead (putting to one side the GT models for a moment, 
which won’t adopt turbocharging in the foreseeable). “There 
will never be another series-production normally aspirated 911,” 
he says, “but maybe we will do some special-edition cars.” 

Make no mistake, with the introduction of this facelifted 
model something has been lost from mainstream 911s forever. 
With the best turbocharged engine the world has ever seen, 
Porsche could mitigate against that loss to some degree, but 
no matter how responsive the new engine is and no matter 
what exhaust sorcery has been deployed, it will not match the 
outgoing naturally aspirated power units for pure, redline- 
chasing drama. It is the end of an era, but it’s also the start of 
a new one. □ 


PORSCHE AND 
TURBOCHARGING 

If any manufacturer is well positioned 
to navigate the automotive industry’s 
pitfall-ridden journey towards widespread 
turbocharging, it’s Porsche. The factory first 
dabbled with the nascent technology in the 
early ’70s. Having been roundly thumped by 
McLaren in the Can-Am series for several 
years, it introduced a turbocharged version 
of its 917 for the 1972 season, which would 
go on to dominate the championship for 
two years. Turbocharging would become 
a mainstay of Porsche’s competition 
models, with the 935 and the multiple 
Le Mans-winning 956 and 962 all using 
turbochargers. Today, the 919 Hybrid is also 
turbocharged. 

Porsche’s first turbocharged road 
car was the 911-based 930 Turbo of 1975. 
With the technology still in its earliest 
days, the 930’s 3.0-litre engine was laggy 
and unresponsive, characterised by an 
unpredictable rush of boost halfway 
through the rev range. With every Turbo 
model that followed, though - through 964, 
993, 996, 997 and 991, plus various rear- 
wheel-drive GT2 models - Porsche refined 
the art of turbocharging. 

The introduction of variable turbine 
geometry has been one of the biggest 
advances in turbo technology. Porsche first 
used it on the 997-generation 911 Turbo 
of 2006. By changing the vanes’ angle of 
attack, the turbos gave better response at 
low engine speeds without compromising 
performance at higher speeds. 

Today, turbocharging features across 
Porsche’s model line-up, from 911 to Macan, 
Cayenne and Panamera. A four-cylinder 
turbo unit is in development for use in the 
Boxster and Cayman sports cars., 
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Where better to take the new 552kW, 


350km/h Lamborghini Aventador SV than 
somewhere with roads on which it can 
truly run free - the Isle of Man , 
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S THE FERRY ROLLS 

in the swell on the Irish Sea, half a 
sandwich that has been shunned by 
a queasy passenger farther along 
the row of seats slides gracefully 
down the long table in front of 
me like some rudimentary sushi 
W bar. A moment later it makes the 

return journey. The reason for enduring this mildly 
choppy crossing is a small sign. Or more specifically 
the different meaning attached to this sign on the 
island that we’re heading to. Usually found atop a 
grey metal pole, our sought emblem takes the form 
of a white circle with a single bold black line striking 
diagonally across it, top-right down to bottom-left. 
Where we’re going there’s no limit. 

Somewhere in the dark bowels below deck, 
sandwiched between a Nissan Primera and a small 
Danish campervan, is a blood-red slice of Italian 
aggression that really ought to have 2 Unlimited 
playing continually through its speakers (apologies to 
everyone that will now have No Limit playing in their 
head for the rest of the day). For anyone that thinks 
modern Lamborghinis have gone soft, the Aventador 
SV is a bare-knuckled uppercut of a riposte. 

When the ferry finally docks in Douglas, I descend 
the green stairwell (that’s not just a reflection on the 
pallor of the other passengers) and wander over the 
wet metal floor towards the silent riot of angles and 
edges. I don’t think there is a wilder looking car on 
sale today, with even the hypercar triumvirate of PI, 
918 and LaFerrari looking almost reserved compared 
to an SV. This thought is only compounded by the 
direct upward sweep of the scissor doors. In the 
gloom the word Aventador glows red from the wide 
sill, like an illuminated welcome mat. 

I duck under the trailing edge of the door on 
my way to dropping across and down into the 
seat. Despite being trimmed in leather, the carbon 
bucket gives a hard greeting, the whole thing 
feeling incredibly unyielding on both spine and sit 
bones, making me shift and squirm as I try to find a 
comfortable position. I end up rolling up my jumper 
for some lumbar support. The next thing to do is 
shift your feet to the left so that they are resting on 
the offset pedals rather than doing battle with the 
wheelarch. Ergonomically the situation is saved 
by the huge range of adjustment in the steering 
column. If you’re tall, it allows you to put the seat 
back and draw the wheel out to meet you, stopping a 
comfortable distance from your solar plexus. 

There is a bit of a delay while the automotive Tetris 
that is the unloading process swings into action, but 
eventually the signal to disembark comes with a wide 
sweep of a boiler-suited arm. Flick up the bright red 
cover on the broad transmission tunnel and press 
the black button underneath. The door is still up and 
I listen to the power- drill whir of the starter motor, 
which continues just long enough to make me wonder 
whether the mighty 552kW VI 2 might not catch. 
Then suddenly the cavernous belly of the boat is filled 
with the huge, 6. 5 -litre vvrrramm of a dozen waking 


cylinders. If people weren’t looking before, they are 
now. I reach up for the red leather loop and pull the 
door down before flicking the right-hand paddle 
and squeezing the accelerator to set the Aventador 
creeping slowly like a Komodo dragon towards the 
light. Fortunately there is a nose lift, so descending 
the ramp onto dry land isn’t quite as wincingly 
tentative as it might otherwise be. 

It always gives me goosebumps arriving on the Isle 
of Man, and this time is no exception. There is just 
something very special about this place - it evokes 
the same emotions I’ve felt visiting the pits at Reims 
or the roads around Pescara. You can feel the history, 
both good and bad. 

As it is already mid-afternoon, we decide that we 
might as well head straight for the mountain section 
of the TT course, travelling the wrong way around 
the circuit to save some time. The island has still got 
quite a bit of the race furniture visible as we drive the 
course. Some of it is permanent, such as the black 
and white kerbing, but some has presumably been 
left in place since the TT, waiting for the Manx GP 
and Classic TT. It gives the roads a very peculiar air, 
almost like you’ve strayed onto a film set. Then the 
long-awaited sign appears ahead. 

The road is empty and straight, running out to 
Brandish Corner (a sweeping right-hander from this 
direction). Two quick fingertip pulls on the left-hand 
paddle, revs hovering, ready, waiting for the sign. . . I 
pin the throttle. All hell breaks loose. The acceleration 
is shocking, not only from the initial punch that pushes 
my back violently into the seat, but also because of 
the noise as the revs rise much more quickly than I 
expect. The big Lambo still feels just that, too. It is a 
brute of a car and intimidating in its sheer size. It’s not 
one of those cars that ever really shrinks around you. 
Up a gear and the rush continues, suddenly starting 
to feel very serious as the world outside the shallow, 
aggressively raked windscreen begins blurring faster. 
Walls and hedges become abstract streaks of grey and 
green in my peripheral vision. 

A heavy lean on the brake pedal is reassuring, the 
steering gaining weight and the nose feeling precise 
through the wheel and pedal as the mass is thrown 
forwards and the front tyres take up the bulk of the 
strain. We’ve criticised Lamborghini for its carbon- 
ceramic brakes in the past, but these are fantastic. Out 
of the tightish left-hander at Greg, I get greedy with 
the throttle early in the corner, but the Aventador has 
barely believable traction and simply fires itself up the 
road with a force that feels even more shocking than 
the roll-on acceleration in a straight line. 

Up at Bungalow I park the SV and wait for 
photographer Aston Parrott and road test editor Dan 
Prosser, who have been chasing me in evo’s long- 
term SEAT Leon Cupra. As I swing the driver’s door 
heavenwards I’m struck by the noise of the massive 
fan situated in the equally enormous intake over 
my right shoulder. Sitting there with the car cooling 
itself. I’m still buzzing. It feels wonderful to have 
finally been able to experience the SV unshackled. 
After a couple of minutes the blue Leon parks and for 


IT ALWAYS 
GIVES ME 
GOOSEBUMPS 
ARRIVING ON 
THE ISLE OF 
MAN, AND 
THIS TIME IS 
NO EXCEPTION 
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the next few hours we set about taking some photos. 

On the way back to Douglas, where a pint and 
a bed are waiting, I stretch the Aventador’s legs 
again but not excessively. It just feels good to be able 
to drive without constantly feeling like I’m doing 
something wrong. Much of the time I’m not going 
particularly quickly, relatively speaking. I’m certainly 
not doing anything dangerous, just stroking the big 
Lamborghini along and enjoying the incredible sound 
that it makes as it digs deep and pulls hard from low 
revs. But even though I’m not remotely troubling the 
car’s limits, the SV is so fast that I would be given a 
hefty fine and possibly a ban if I were caught travelling 
at these speeds on the mainland. The Manx police will 
still take a very dim view and haul you over the coals if 
they think you are behaving in a fashion that is in any 
way dangerous, and rightly so. It’s just that speed per 
se isn’t punished once you’re past the appropriate sign. 

EIGHT HOURS LATER, JUST BEFORE SAM, WE 

tip-toe out of the Kings Guest House (perfectly nice, 
but I’m not sure any royalty has actually frequented it) 
into a dark, wet and wild morning. Parrott is convinced 
that we might still get some beautiful light at sunrise. 
Prosser and I are less sure. The Aventador renders our 
tip-toeing pointless as it fires into life, and as we drive 
slowly through the sleeping streets it feels very firm, 
jolting and bumping over manhole covers. The SV has 
not been engineered as an all-rounder. I like that. 

Once we’re away from civilisation, the drive up 
onto the mountain is rather more timid than the night 
before as the wide, lightly treaded rubber struggles 
horribly with the patches of standing water. The 
SV’s Dynamic Steering is actually well weighted and 
reassuring (the first time we’ve been able to say that 
about the system), but there is nothing worse than that 
glassy feeling as big tyres skate across a wet surface. 
It certainly shakes off any last vestiges of sleep that 
might have been clinging to me. To pacify Parrott, we 
sit in a rain cloud up at Windy Corner with droplets 
drumming on the bodywork for half an hour before 
calling it quits and heading back to bed. 

Three hours later, with the mountain still shrouded 
in a thick white fairy floss, I suggest we head to the 
lower ground of Marine Drive. It’s not a road for 
driving quickly (there’s a 50km/h limit in place most 
of the time) but it is spectacular. It also brings back 
good memories, as it was the first stage of the Manx 
Rally, which I was lucky enough to compete in during 
the 2008 season of the British Rally Championship. 
We spend a couple of hours out on the cliff tops and 
the S V certainly attracts attention. In fact wherever we 
park up during our two days on the island, there will 
always be someone wanting to take a picture, asking 
if they might be allowed to sit in it or just keen to talk 
about it. Everyone is refreshingly friendly. 

Eventually, with the weather beginning to brighten, 
I hop back behind the Alcantara-trimmed wheel 
and set the satnav for some faster tarmac. In terms 
of derestricted roads, everyone knows about the 
Mountain Road across Snaefell because of the TT. But 
that’s not all there is to the Isle of Man. There are plenty 






Clockwise from above: 

exhaust tips are strictly 
functional, and the noise they 
ennit is loud: statue and nnural 
of TT legend Joey Dunlop: so 
nnuch for photographer Parrott’s 
planned sunrise shot. 


Left: 6500rpnn in fifth gear; we’ll 
let you work out whether that’s 
legal on the British nnainland... 
Below: the cattle grid for which Ari 
Vatanen got his Opel Manta back in 
shape just in the nick of tinne during 
the 1983 Manx Rally. Below left: 
centre-locking wheel nuts. 





070 www.evomag.com.au 





THE SV HAS 
NOT BEEN 
ENGINEERED 
AS AN ALL- 
ROUNDER. 

I LIKE THAT 
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ENGAGE MORE OF 

THE THOUGHT 

PROCESSES YOU 

WOULD USE IN A 

MANUAL CAR 
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of interesting sections and one down on the south- 
western corner of the island is the A36, otherwise 
known as the Sloe Road (and the Round Table Road 
and the Shoulder Road). It links Port Erin with Foxdale 
nearer the middle of the island but so do the larger A7 
and A3, so the A36 is relatively quiet. Initially it winds 
along in the guise of a narrow lane with high, grassy 
banks, but then it opens out into a wonderful moorland 
blast. It sweeps, then climbs gradually, increasing in 
pace and smoothness until you’re presented with a 
series of irresistible long straights. 

Here seems like as good a place as any to try the 
full Corsa mode. My memories of this most hardcore 
of settings on the standard Aventador is of it nearly 
snapping my neck on the first upshift, so I’ve been a 
little bit wary of engaging it on the SV. Trickling along 
in third gear, I press the button, feel the steering weight 
up a little more in my hands and then press the throttle 
pedal all the way to the bulkhead. Before you can say 
‘HANS device’, the first upchange is necessary and, 
sure enough, there’s a savage jolt as the momentary Right: loM’s open 



torque interruption pummels the car. It’s not quite as 
bad as I remember and there is still enough straight to 


keep accelerating through all of fourth gear, so I brace 
myself for another. One eye on the revs, I feel like I’m 
in a jousting match, watching an impact thundering 


where an Aventador 
SV can properly 
stretch its legs. 


inexorably towards me... 6000rpm, 7000rpm, here 
we go, SOOOrpm. BANG. 

I brake and change down one gear (much smoother) 
for a fast left, then try one more upshift, but after that 
the sound of chiropractors rubbing their hands forces 
me to switch back to Sport mode. Even in this middle 
setting the single-clutch ISR ’box isn’t seamless like 
a dual-clutch system, and so you need to pick your 
moment carefully. Change up or down while the car 
is loaded for a corner and you’ll feel the weight of the 
engine straining to break free behind you as the shift 
pitches the car with the momentary loss of drive. It just 
means you have to proceed with a little respect and 
engage more of the thought processes you would use 
in a manual car, rather than treating gearshifts with 
the disdain that is possible in dual-clutch cars. 

The faster, open corners up here on the Sloe Road 
really let you get under the skin of the Aventador’s 
front end. Initially it’s easy to feel intimidated by the 
reactivity of the nose to steering inputs, as it’s perhaps 
the biggest single change in the SV’s character over the 
standard car. There is a sense that if you simply turn in 
as hard as the Pirelli P Zero Corsa tyres will allow then 
you’ll inevitably unsettle and possibly even unstick 
the big rear end. On the road this does not feel like a 
good idea at all. Nonetheless, as you build confidence 
there’s a growing frustration as you sense that by 
the apex of each corner you could have carried more 
speed. Strangely, it’s in the faster corners where the SV 
starts to feel more manageable, giving the impression 
that it has risen up on its toes and is happy to be played 
with. You get a similar feeling in an R8. 

Through a fast right I turn in hard enough to feel 
the front tyres scrub a fraction up to the apex. It’s very 
subtle and there’s no need to snap the throttle shut: 



074 www.evomag.com.au 




EU956PA 




LAMBORGHINI AVENTADOR SV 


just wait a moment for the corner to open then get 
on the power and feel the balance switch rearwards 
as the huge power is sluiced predominantly towards 
the rear wheels. When you get it right you can really 
feel the load building on the outside rear tyre under 
acceleration, sometimes even edging it fractionally 
wide of the line scribed by the fronts. It’s never 
enough to need corrective lock and it doesn’t feel like 
it might snap away from you as it would with a rear- 
wheel-drive car. It is just this beautiful sensation of 
driving hard but hunkered down on the limit of grip 
as 690Nm is deployed to the road. 

After a while spent on this quiet corner of the island 
we head back to Douglas for some 98 RON. I’ve been 
told the petrol station next to McDonald’s has the 
best fuel, so also take the opportunity to indulge in 
the culinary equivalent of some 91-octane unleaded. 
Whilst we’re munching on a couple of burgers, Prosser 
and I recount the story of the most famous cattle 
grid in rallying to Parrott. If you’ve never seen it, Ari 
Vatanen, flat-out in an Opel Manta 400, has a huge 
dose of oversteer coming out of a long left-hander in 
the Tholt- e-Will stage of the 1983 Manx Rally. This 
wouldn’t have been a problem except for the fact that 
the car is heading towards a cattle grid. Again not a 
problem, but for the fact that the grid is defined by 
two yellow concrete gateposts and, in its oversteering 
state, the Manta is wider than the gap. 


''Ohh/ihh...” says co-driver Terry Harryman as 
they approach the grid. ''Dear god,” he concludes as 
Vatanen only just winds off the opposite lock in time 
to squeeze through. It’s the definition of a heart-in- 
mouth moment, and it’s all there to relive on YouTube. 

Obviously once this has been recounted there is only 
one place Aston wants to go, so we head over there 
to take a photo in tribute to the moment (although 
with slightly less opposite lock and requirement 
for blasphemy). The Tholt- e-Will road is fun but 
mostly a bit narrow for the SV. However, it brings 
you back up onto the mountain at Bungalow, where 
the tram tracks cross the road. Parrott immediately 
sees another photo opportunity in front of a huge 
mural of Joey Dunlop riding his Honda SPl. Another 
recommendation: if you’ve never seen the film Road, 
all about the Dunlop family, seek it out. 

After that we spend a while longer doing static 
photos as the evening commuter traffic makes its 
way along the A18. It’s fun watching locals pushing 
unlikely machinery in a way that you don’t really see 
on the mainland. An elderly Mercedes E- Class taxi, 
a Nissan Navara, a ’90s Corsa, all taking racing 
lines as they hurry home. Then, just as the sun is 
setting, I set off for Ramsey, turning around in the car 
park just up from Water Works Corner, where the air 
ambulance lands during the TT. One last run across 
the mountain. 


TOUCHING 
250KM/H 
ON THE TT 
COURSE IS 
SOMETHING 
THAT WILL 
LIVE WITH 
ME FOR A 
LONG TIME 


It’s a shame that you can’t pick and choose the 
different bits of the SV’s three driving modes, as I 
think the steering is at its most natural in the relaxed 
Strada setting, although everything else (dampers, 
ESC, exhaust, gearchange) feels just fine in the 
middle. Sport setting. I let a gap build in the trickle of 
traffic and then head for the Gooseneck. The SV still 
feels big through the tight uphill right-hander, but I’ve 
got more confidence now and feel happy throwing it 
hard into the corner and getting on the power early. 
We’re at the low white walls of Guthrie’s before we 
know it and threading the red wedge through the 
chicane before running out onto the Mountain Mile. 

It might not sound like much given that the SV is 
capable of 350km/h, but touching 250 on the way up 
to the 28th milestone of the TT course is something 
that will live with me for a long time. Even though it’s 
clear as far as I can see (and trust me, my eyes are out 
on stalks) it feels life-affirmingly fast on an A-road. 
Then it’s hard on the brakes, past Mountain Box and 
into Verandah, a sequence of three corners that you 
can take with a constant lock, the car drifting across 
the width of its lane as each apex comes and goes. 

The setting sun is seemingly igniting the clouds 
to my right, the whole sky a patchwork of flaming, 
floating cotton wool. Past Bungalow, up Hailwood’s 
Rise, then a trailing throttle through Duke’s Bends, 
where I know there will be translucent blue flame 


sporadically jetting from the quartet of hot exhausts. 
The noise is utterly addictive. Loud and angry as only 
twelve naturally aspirated cylinders can be, it is quite 
probably the greatest soundtrack on sale today. 

Out of Keppel Gate the tail just begins to slide 
a fraction but I know there is no need to lift as the 
all-wheel drive stabilises things. Exiting Kate’s 
Cottage with a straight and empty run down to the 
pub at Creg-ny-Baa, I pin the throttle once more, 
holding each gear as long as I dare, revelling in the 
consecutive crescendos. The road dips down just as 
I’m about to go for fifth gear and although it looks 
relatively mild, the Lambo flies for a fraction of a 
second. The revs flare in unison with my heart rate. 

I ease off on the way down to Brandish and let 
the world return to a more mainland pace. I’m so, 
so pleased that we brought the SV here. It’s a car 
that needs speed to really come alive and show its 
best dynamically. The drama of it on the road is 
undoubtedly so much greater than on a track too. 
Largely (but not entirely) because of its gearbox it 
doesn’t feel as modern and polished as some of its 
competitors, but somehow I can forgive it that because 
of the raw excitement the whole car is capable of 
generating. In a world where the outer limits of many 
supercars are becoming more accessible, the SV 
remains a very intimidating but thrilling proposition. 
Much like the Mountain Road. □ 
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Engine 6498cc V12, dohc, 48v 
Power 552kW@ 8400rpm 
Torque 690Nm (g) 5500rpm 
Transmission Seven-speed ISR automated 
manual, all-wheel drive, ESC 
Front suspension Double wishbones, 
inboard coil springs and adaptive dampers, 
anti-roll bar 

Rear suspension Double wishbones, 
inboard coil springs and adaptive dampers, 
anti-roii bar 

Brakes Carbon-ceramic discs, 400mm front, 
380mm rear, ABS,EBD 

Wheeis 20 x 9.0-inch front, 21 x 13.0-inch rear 
Tyres 255/30 ZR20 front, 355/25 ZR21 rear 

Weight (dry) 1525kg 
Power-to-weight (dry) 362kW/tonne 
O-lOOkm/h 2.8sec (claimed) 

Top speed 350km/h+ (claimed) 

Basic price $882,650 
OnsaieNow 

evo rating: ★★★★★ 
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Aston Martin’s Vantage has 
come a long way since 2005, but 
is the 441kW GT12 road-racer a 
fitting finale? 
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We’ve been 
waiting a long time 
for Aston to build 
a car like the GT12. 


Too long, truth be told. The Vantage has 
always been ripe for road-racer treatment, yet 
in the 10 years since its introduction Aston has 
skirted the issue of a full-blown fire-breather 
while Ferrari and Porsche have treated us to 
a succession of scintillating machines such as 
the 430 Scuderia, 458 Speciale and umpteen 
iterations of the 911 GTS and GTS RS. 

Now that long-awaited car is here, albeit 
in a strictly limited run of 100 examples and 
commanding £250,000 (c$550,000) before 
options. They’ve been sold- out for months, too, 
which tells you all you need to know about the 
pent-up appetite for an Aston like this. 

Madness? Not really. At least it’s not when 
you open a pit-garage door and find a GT12 - 
all wings and scoops and bulges, immaculate 
in white with dazzling orange, black and 
grey stripes - brooding in the half-light. It’s a 
sensational device, no question. Whether it 
matches those looks with deeds is something 
we’re dedicating two days to discover. Today 
will be spent at Anglesey’s Coastal Circuit, 
where we’ll knuckle down for a ‘Leaderboard’ 
lap time before cutting loose in search of fun, 
while tomorrow will consist of testing the 
GT12’s mettle on roads we’ve got to know well 
while benchmarking the world’s most brilliant 
sports and supercars of the last two decades. 

Clad in sharper, wider, lighter bodywork - 
much of which is made from carbonfibre - the 
GT12 most definitely wears its underpants 
on the outside, but the Superman of the 
Vantage range balances beauty and brutality 
to jaw-dropping effect. The stripes and 
colour scheme might not be to all tastes, but 
like every part of the car they are exquisitely 
executed, in this case with perfect paint rather 
than vinyl. Lightweight materials have been 
used throughout the car, most notably cast 
magnesium for the new inlet manifold and 
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torque tube (within which spins a carbonfibre 
propshaft), and titanium for the exhaust 
system. A lithium-ion battery replaces the old 
lead-acid lump while scope for added lightness 
comes from options including a carbon roof 
and front grille, and rear and rear quarter 
windows made from Perspex. Even the ‘Wings’ 
badges on the bonnet and tailgate can be had 
in machined carbonfibre. Everywhere you 
look, the fit, finish and detailing is fabulous. 

In all, the GT12 sheds 100kg compared to 
the V12 Vantage S, dropping its kerb weight to 
1565kg. That’s still chunky compared to a 458 
Speciale (1395kg) or 991 GTS RS (1420kg), 
but the Aston’s breathed-on 5.9-litre V12 
counters with a solid 441kW and 625Nm. That 
torque figure is almost identical to that of VI 2 
Vantage S, but power climbs by 20kW thanks 
to more efficient gas flow and reprogrammed 
engine management. Drag generated by the 
aggressive aero package pegs the top speed 
to 298km/h, but unless you like stalking 
autobahns that’s a compromise worth making 
for the promised increase in stability. Huge 
carbon- ceramic brakes and forged aluminium 
wheels shod with Michelin’s Pilot Sport Cup 2 
tyres (325-section at the rear) underline the 
GT12’s intent, while the stability control, ABS 
and three-stage damping systems have all 
been refined to up their game (and thresholds) 
to suit the increased quantities of power, 
torque, aero and mechanical grip. 

The first time you start the GT12 is a 
moment that will live with you forever. Largely 
thanks to tinnitus. That titanium exhaust has 
added a brittle rasp and cackle to the rich and 
complex thunder that rolls from the inset pair 
of tailpipes. Each blip of the throttle is met with 
a violent yelp of revs and a clatter of pops and 
bangs to rival Chinese New Year celebrations. 
Even by Aston’s standards this is a raucous car. 
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Quite where owners hoping to attend regular 
track days will be able to drive it is hard to say, 
but that would clearly be one of the nicer first- 
world problems to grapple with. 

The GT12’s cockpit is a special place, with a 
lightweight-luxe vibe, extensive use of sculpted 
carbonfibre balanced with Aston’s trademark 
leatherwork and lavish attention to detail. 
There are creature comforts such as air con and 
satnav, plus an optional Bang & Olufsen audio 
system that’s surely one of the few things man 
enough to compete with the GT12’s voice. It 
all adds weight, but it also makes this car a 
much nicer proposition as a road car, 
especially on a road-trip to somewhere like the 
Niirburgring or Phillip Island. 

For now, though, our focus is Anglesey’s 
2.49km Coastal Circuit. Much to my relief, the 
GT12 is far less intimidating than its looks and 
hair-raising exhaust note suggest. So, after 
a few steady laps to get dialled-in, it’s time 
to go for a time. It feels right to start with the 
suspension and stability control systems set 
in their respective Track modes, mainly to 
discover how effectively the Dynamic Stability 
Control system’s most relaxed mode functions 
when you’re working the car to its limits, but 
also because if it’s good it’ll win us a bit of time. 


The GT12 feels rampant as you give it 
everything out of the final corner and along the 
start/finish straight. It really does rip through 
the revs - so fast that you need to be quick with 
the upshifts to avoid clipping the limiter. Second 
and third gears of the seven-speed single- clutch 
paddleshift ’box are devoured, leaving just 
enough time for a quick snap of fourth, then 
it’s a positive dab of the brakes and a flick back 
to third for Turn 1. The fast left-hander needs 
measured commitment on the way in if you’re 
to get a smooth run through the apex and flow 
to the exit kerb. The balance feels good - nose 
responding immediately but not too quickly for 
the tail to handle. It’s a good start. 

The hairpin is the first proper test of the 
brakes, but the 398mm front and 360mm rear 
discs feel fantastic, even during the initial turn- 
in phase for the 180-degree right-hander. As in 
the fast Turn 1, the front end has plenty of bite, 
holding firm until you finally push through 
the limits of lateral grip. As the corner opens 
out you feel the tail squirm under the strain of 
transmitting all that power and torque, but the 
stability control just nips the slide in the bud 
before you need to apply more than a small 
amount of corrective lock. It holds you for a 
split-second longer than you’d like, but no more. 
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Right: rear traction can 
beaproblennina441kW 
Aston Vantage... 



The Banking 


Corkscrew 


Church 


Rocket 


School 


O Direction: Clockwise 
Distance: 2.49km 

dm Location: Aberffraw, Anglesey, UK 


Turn three - Church - is ballsy; taken in 
fourth after the softest dab of the brakes. You 
need to fight the instinct to turn in too early 
while still being forceful enough to ensure the 
nose makes the all-important apex. The GT12’s 
tail feels light through here. Not nervous, but 
you have to modulate throttle and steering well 
before the apex, dancing it all the way through 
even as the outside tyres kiss the exit kerb. 

Once straight, an upshift to fifth sees the 
digital speedo flicker beyond 180km/h through 
the daunting compression and kink before the 
track goes skywards into the critical braking 
zone for the tight left at Rocket. That rear wing 
must be doing something, for the tail now feels 
more planted and the brakes are brilliant, too, 
giving only the faintest pulse of ABS in the final 
metres of braking before the car dives hard left. 

The run through Rocket to Peel is one big 
test of traction. The ESC continues to walk the 
tightrope impressively, but you can sense its 
workload increasing as the rear Michelins begin 
to wilt. The downhill charge into Corkscrew 
is an examination of the GT12’s ability to 
simultaneously brake and change direction (it 
does so well), but the final corner feels scrappy 
as once again the rear-end can’t find sufficient 
purchase to punch you onto the straight. 


How fast? The first flying lap is the quickest 
- a Imin 16sec dead - with the next two times 
fading by a handful of tenths each lap. That’s 
Nissan GT-R- quick, but two seconds shy of a 
458 Speciale’s time. The GT12 should be closer 
to the Ferrari than that, but I don’t know where 
that much time would come from. The stability 
control system has been a brilliant aid, but it 
does feel like it’s holding us back fractionally 
on the corner exits, so after allowing the 
tyres to cool down we have another go with 
ESC completely disabled. 

The first few laps are initially smoother, with 
cleaner drive when you first get back on the 
power, but there’s wheelspin and then some 
oversteer that needs balancing. It’s fun and 
feels more like you’re actually driving the car, 
but time spent sideways is not ground gained 
moving forwards. It costs time everywhere, 
especially through those difficult corners in 
the latter half of the lap. Try as I might, the 
times have climbed past Imin 17sec, grip and 
traction ebbing away in a fun but vicious circle 
as oversteer builds tyre temps and pressures, 
which increases oversteer, which increases 
temps and pressures. We’ll go no quicker today. 

How important is lap time? When you’re 
chasing one it’s all you can think about, but 


with crash helmet off and coffee in hand I can 
concede the answer could be ‘not very’, at least 
to those buying the cars. There’s no denying 
that the stopwatch is a revealing measure of 
ultimate pace, and when you’re marketing a 
car as ‘track-inspired’ it needs to deliver. Yet 
making a car too challenging for owners to 
enjoy or ruining its ability to work as a road car 
would be folly. Unfortunately for Aston, and 
as the Speciale proves, blistering lap times, 
dynamic exuberance and on-road brilliance are 
not mutually exclusive. 

The GT12 should be faster, then, yet when 
driving for the cameras rather than the clock, 
it’s about as much fun as it’s possible to have. The 
caveat is that tyre smoking oversteer is possibly 
the only thing less pertinent to life outside the 
motoring media bubble than lap times... Track 
driving done, we retreat to our hotel, buzzing 
with adrenalin but uncertain how the GT12 will 
deliver its prodigious performance on the road. 

THE NEXT MORNING BRINGS BRUISED 

skies and sodden tarmac. Not, it has to be said, 
the ideal scenario for testing a rear-wheel-drive 
monster. Especially one that, on track at least, 
has rather more oomph than it can effectively 
deploy. I clamber into the GT12, fire-up its 
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crazed V12 and sit nervously as the wipers 
slice back and forth across the windscreen and 
some warmth simmers through the raucous 
motor’s vital fluids. 

If the GT12 was a stripped-out, bare-knuckle 
track refugee, the commute inland from the 
coastal town of Beaumaris to the Llanberis Pass 
would be pretty miserable, but not only is this 
car comfortable, it’s also mercifully benign, 
even as its size-12 boots stomp through the 
standing water. The single-clutch gearbox is 
a little hesitant compared to the best double- 
clutchers, but it’s the best fitted to an Aston and 
more than fit for purpose. The throttle has a 
long travel and the steering is responsive but 
not overly jumpy. Everything works together, 
so you can relax into the job of getting a feel for 
the conditions. 

Funnily enough I’ve left the suspension 
and stability control buttons well alone, but 
against expectations, rather than snapping and 
slithering over white lines and drain covers 
before stammering into its electronics, the 
GT12 seems unfazed by the wet. Not with all- 
wheel-drive disdain in the manner of a GT-R, 
but in a supple, sorted, fluid kind of way. You’re 
always mindful of mediating between torque 
and traction, but because the GT12 so readily 


You needn’t 
scare yourself 
stupid to 
feel like 
you’re getting 
something 
from it 


Above: trackd ay 
remit doesn’t mean 
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heavily. Right: 
surprising wet grip and 
the softest suspension 
setting combine to give 
splitter-scraping roll. 


helps you build a detailed picture of what each 
corner of the car is doing, how hard it’s working 
and what it has in reserve, you rarely feel less 
than one step ahead of the action. Given the 
traction-related frustrations yesterday - and 
prior experience of the VI 2 Vantage S’s prickly 
wet-road demeanour - this comes as a big and 
very welcome surprise. What’s more, the GT12 
is one of those cars that’s always a real occasion 
to drive. You don’t need to scare yourself stupid 
to feel like you’re getting something from it. 
There’s not that pressure to dig deeper, because 
so many of the things you crave are present 
from the moment you start the engine. 

The rain abates but the roads are still wet 
when we head up onto the evo Triangle. The 
GT12 is little short of a revelation, both for 
the way its driver aids look after you without 
getting in the way and in the mechanical grip 
it manages to conjure from what looks like an 
unpromising surface. The steering - lighter 
and freer than in the VI 2 Vantage S but more 
feelsome - delivers bright, detailed feedback, 
so you can commit to a turn knowing exactly 
how much you have to lean on. Squeeze a bit 
more speed from the car and it will eventually 
yield to the mildest understeer. It’s just enough 
to signal you’ve reached the tyres’ limits, and 
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you can place the car with absolute accuracy. 

The suspension is also beautifully judged, 
with real depth to the damping and a controlled 
pliancy that keeps the GT12 in sync with the 
road. Up here, where crests, compressions and 
awkward cambers conspire to tie an unsorted 
car in knots, that’s impressive. As is the fact 
that you can generate enough lateral load in the 
wet to gently introduce the splitter to the road 
surface, like a motorcyclist getting their knee 
down. Sport mode brings a welcome pinch 
of body control to keep the GT12’s vertical 
movements in check as the road dries, allowing 
you to carry more pace. Track mode is too 
stiff for all but the smoothest surfaces, so it’s 
best left alone. 

If Anglesey was the environment in which to 
wring the GT12’s neck, the road is the place to 
revel in its delivery. Opportunities to extend the 
VI 2 for more than a few seconds are few and 
far between, but it has huge personality. It’s not 
frenzied like Ferrari’s feral V12s - or anywhere 
near as powerful - but there’s much to be said 
for its enthusiasm and accessibility. It needs 
revs to deliver everything it has, but because it 
gives its best at only 7000rpm you find yourself 
in the meat of its reserves more of the time. It’s a 
fabulous partner and by far the most impressive 


Aston Martin motor this side of the One-77’s 
7. 3 -litre VI 2. It’s one of the most compelling 
internal combustion engines money can buy. 

After a brilliant day’s driving on the road, 
yesterday’s mildly dispiriting lack of traction 
on track has largely been forgotten. Or at least 
put into perspective. Perhaps more than any 
contemporary super-sports car I’ve driven, the 
GT12 is more than a collection of numbers. 
Somewhat unexpectedly it has proved to be 
the most supple and exploitable V12-engined 
Vantage we’ve driven on the road, which is 
ironic given its leanings towards the track, 
where it’s fast, ferocious and huge fun. That 
its best lap time is two seconds shy of its most 
obvious, able and considerably cheaper rival’s 
will sting a few engineers at Gaydon, however. 

The real frustration is that so few 
examples will exist. It’s a fitting crescendo 
for the evergreen Vantage, but a reminder 
of what a shame it is that a GTS -style series 
production model, built in numbers and sold 
at a less rarefied price, was never forthcoming. 
Hopefully the GT12’s success will encourage 
Aston to give us just that when the next- 
generation Vantage is launched. A car this good 
deserves to leave more than just tyre smoke and 
tinnitus as its legacy. Q 
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Engine 5935cc V12, dohc, 48v 
Power 441kW (g) 7000rpm 
Torque 625Nm @ 5500rpm 
Transmission Seven-speed automated 
manual, rear-wheel drive, LSD 
Front suspension Double wishbones, coil 
springs, adaptive dampers, anti-roll bar 
Rear suspension Double wishbones, coil 
springs, adaptive dampers, anti-roll bar 
Brakes Ventilated carbon-ceramic discs, 
398mm front, 360mm rear, ABS, EBD 
Wheeis 19 x 9.5-inch front, 19 x 11.0-inch rear 
Tyres 265/35 ZR19 front, 325/30 ZR19 rear 
Weight 1565kg 

Power-to-weight 282kW/tonne 
0-100km/h3.7sec (claimed) 

Top speed 298km/h (claimed) 

Basic price C$550,000 
On saie Sold out 


evo rating: ★★★★★ 
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by JETHRO ROVING DON 

F lit H T 

Aston Martin is busy developing its answer 
to the Ferrari FXXK and McLaren PI GTR 
- the $3million, 600kW-plus, V12-engined 
Vulcan, evo meets the crew and catches a 
ride in the prototype 
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Right: huge 
rear wing helps 
Vulcan develop 
its own weight 
indownforce as 
it approaches 
320knn/h: 
rear tyres are 
345/30x19 race- 
spec Michelins. 


/ LOVE SUPERCARS, HYPERCARS, 

whatever you want to call them. I love their 
absurd performance, the way they make 
you feel before they even turn a wheel, and 
I especially love it when they bend your 
perception of what’s possible. Last year, 
driving the LaFerrari, 918 Spyder and PI was 
an incredible privilege and I was staggered 
at their collective ability and seamless integration of 
technologies that should be in their clunky, frustrating 
infancy. And yet if you asked me to tell you the power 
output of the Ferrari FXX K or the benefits of a PI GTR 
over its humble road car brother, I wouldn’t have a clue. 
They look pretty cool, sure, but the concept of a faux race 
car built out of a compromised road car design, and which 
isn’t homologated for any race series and is to be driven 
only on special trackdays with other faux race cars of the 
same ilk? It just leaves me cold. Give me an R8 GTS or 911 
RSR any day of the week. I mean it. Please? 

So arriving at Snetterton Circuit to see the first proper 
test of the Aston Martin Vulcan, I feel a bit of a fraud. I 
didn’t see it, hear it or choke on the acrid smoke pouring 
from its rear tyres at the Goodwood Festival of Speed, so 
my only contact with the Vulcan has been under the bright 
white lights of the Geneva motor show in March. Back 
then it was one of those strange show cars with inky-black 
painted ‘windows’ and it looked like it had just popped out 
of a giant plaster- of-Paris mould. It didn’t get my juices 




WE ASKED WHAT A TRACK-ONLY CAR 
THAT DIDN'T COMPLY TO A GIVEN 
RACING CLASS WOULD LOOK LIKE 

Fraser Dunn, chief engineer for Vulcan project 


flowing. Especially as it was parked beside a very real 
aluminium-and-carbonfibre Vantage GT12 that I could 
prod and sit in. The Vulcan just seemed a bit of a nonsense. 

Of course, Snetterton on an overcast Tuesday morning 
is a long way from Geneva. In fact it’s a long way from 
anywhere, and this is set to be a very different encounter. 
I’ll meet the team behind the Vulcan, speak to factory 
driver Darren Turner about the development programme 
and what he’s hoping to help create, and get a ride as 
they work through the car’s early testing programme. 
I’m not expecting full-blown, maximum-attack laps with 
600kW-plus - these are incredibly early days - but it’ll be 
fascinating to experience Aston Martin’s take on the track- 
only hypercar breed nonetheless. I’m a little tentative 
as I’ve no doubt these guys have lived and breathed the 
Vulcan for the last few months and my healthy cynicism 
could feel like a real kick in the knackers. 
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It could. If only I could cling to it when wandering 
into the pit garage and seeing the Vulcan up on air jacks, 
bonnet removed to replace a power-steering hose, rear 
wing standing tall and proud, and those trick rear LED 
lights seeming to bleed out of the car. It looks sensational. 
It’s not just the menace of the design, it’s the whole setting. 
There’s a Michelin engineer with tyre temperature 
probes buzzing around, that smell of a racing car pit box, 
the calmly executed but frenetically paced work of the 
mechanics and engineers. If you lifted this garage up and 
dropped it at Le Mans or Sebring amongst prototypes and 
GTS or GTE racers, it would fit perfectly. By the time the 
7.0-litre V12 erupts into a jagged idle and Darren Turner 
exits the garage against a stuttering pit-lane limiter, I 
really want to know about the Vulcan. Actually I want to 
drive it, but for now a bit of background will have to do. 

Fraser Dunn, chief engineer for the Vulcan project, is 


ALL THE CUSTOMERS ENCOURAGED 
US TO MAKE THE VULCAN AS HARD 
ANDASFASTASPOSSIRLE 

Dave King, director of special projects and motorsport 
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THE CAR NEEDS TO BE BENIGN FOR 
GENTLEMEN RACERS -IT NEEDS 
TO BE TOLERANT OF MISTAKES 

Graham Humphry s, chief engineer at GT 1 design 






a familiar face and I know him to be a top bloke from a 
race weekend out in Spa in a Vantage GT4 many moons 
ago. He’s also the bloke who plummeted into Lake Garda 
in a DBS during the filming of Quantum of Solace, sunk 
50 metres to the bottom and somehow lived to tell the 
tale (sorry Fraser, but you won’t shake that one any time 
soon). He looks quietly anxious but his face lights up when 
discussing anything to do with the Vulcan. 

“It all started around July last year,” he says. “We 
wanted to take all the learnings from One-77 and ask: if 
we decided to make a track- only car that didn’t comply to a 
given racing class but did comply to FIA safety standards, 
what would it look like? So we sat down working around 
a One-77 tub with a VI 2 engine with a similar installation 
and looked at what the targets would be. We came up 
with a 1300kg car, you’d want 800bhp-plus [600kW-plus], 
SOONm and GTS to GTl levels of downforce.” It all sounds 
so matter of fact, but the grin says that even Dunn finds the 
notion quite amusing when saying it aloud. 

Then the hard work began. Recruiting Graham 
Humphrys was pivotal. He’s another familiar face - the 
last time I saw him was at M-Sport in Gumbria as he 
led the Bentley Gontinental GTS race programme (see 
evo Australia 25). He’s an incredibly knowledgeable 
and enthusiastic chap and, like Dunn and everyone 
else, is buzzing around the Vulcan today. He looks like 
a man content in his work. The Bentley GTS project and 


Top right: interior 
is a cut above 
that of a race car. 
Below right: the 

Vulcan runs380nnnn 
carbon-ceramic 
brake discs at the 
front with Brembo 
calipers: ABS will be 
driver-adjustable. 
Below far right: 
unusual rear LEDS 
are a work of art. 


specifically the need to make it an easy car to drive was 
invaluable experience in realising the Vulcan. 

“For me it was very, very similar to the Bentley in that 
the customers will be gentlemen racers and with Vulcan 
we’re addressing the same issues,” says Humphrys. “The 
car needs to be benign. Aerodynamically you do that by 
keeping the centre-of-pressure shift to a minimum, to 
make the car so that it isn’t pitch sensitive or ride-height 
sensitive. That’s where the gentleman driver might be a bit 
less adept - they might come into a corner and upset the 
car, so it needs to be tolerant of mistakes.” 

Right on cue the Vulcan howls past us, brakes hard, 
bangs in an explosive downshift and peels into the first fast 
right-hander. From here it looks fearsome, intimidating, 
anything but benign. Dave King, head of motorsport -and 
special projects - must be a mind-reader: “One thing all 
the customers were absolutely of one mind about was 
to encourage us to make the Vulcan as hard and fast as 
possible.” It seems Aston Martin listened intently. 

Before my time in the passenger seat, Dunn prepares 
me with a brief rundown of the mechanical package, 
and despite growing out of the One-77 programme and 
starting life as a ‘One-77 R’ project, the Vulcan is a very 
different beast in many respects. 

“One-77 is a variable-valve-timing 7. 3 -litre Gos worth 
engine, this is a 7.0-litre fixed-cam - essentially an 
evolution of the GTS and Le Mans Prototype engine,” 
Dunn explains. “There was a big weight saving to be had 
and it was more of a known entity in terms of durability.” 

The engine will also run in three different power 
programmes, so customers can acclimatise gradually. 
“The top output is yet to be confirmed as we’re still 
undergoing final calibration,” says Dunn, “but we think 
it’ll be 610 to 620kW. The middle setting will be 485kW 
and the lower setting around 410kW. It revs to 8000rpm.” 

The carbon tub is fundamentally similar to the 
One-77’s, but it’s modified for the Vulcan: “The tub, chassis 
and body is all done by Multimatic, who we worked with 
on One-77. The gearbox is Xtrac and the drivetrain and 
electronics are by Prodrive. It drives through a six-speed 
Xtrac ’box that’s essentially the same as the GTS cars’. 
The suspension is inboard. The rear end is very similar to 
One-77, the front end is similar in that it’s inboard, but on 
the One-77 the pushrods are directed laterally whereas 
now they’re longitudinal, which saves weight and gives us 
a better path for air ducts to the engine. The dampers use 
Multimatic’s Dynamic Spool Valve system and the brakes 
are a new Brembo carbon-ceramic race setup.” 

I have to admit to being slightly agog at the whole 
operation. The spec is obviously ridiculous and wonderful, 
the team seem absolutely committed to creating something 
extraordinary and the car itself is already finished to a 
standard I hadn’t expected. Folding myself through a roll- 
cage feels familiar, but the design, finish and materials 
inside are something else. Part-racer, part-sci-fi and with 
exquisite detailing, it’s like nothing else I’ve ever sat in. 
The three-sided steering wheel is genuinely a work of art; 
the seats are simply fabulous and immaculately tailored. 
Turner gives me the thumbs-up, the VI 2 erupts and settles 
to a fast idle, the air jacks retract and we’re away. 

If the aesthetic polish is unexpected, the Vulcan’s basic 
rightness is even more surprising. This car had an initial 
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VULCAN 

Engine 7000CC V12, 
dohc,48v 
Power c600kW 
Torque c800Nm 
Transmission Six-speed 
sequential gearbox, 
rear-wheel drive 
Suspension Pushrods, 
coil springs, adjustable 
dampers, anti-roll bar 
(front and rear) 
Brakes Carbon-ceramic 
discs, 380mm front, 
360mm rear 
WheeislOin front and rear 
Weight cl300kg 
Power-to-weight 
c460kW/tonne 
0-100km/h3.0sec (est) 
Top speed 320km/h+ 
Basic price c$3m 


shakedown at Turweston Aerodrome on the Wednesday 
and Thursday prior to Goodwood - all straight-line 
running - and was at Snetterton last week for perhaps 30 
laps. That’s it. And yet it’s clear that the fundamentals are 
all there or thereabouts. Does it feel like 620kW pushing 
1300kg? Not today, but the acceleration is probably on a 
par with a GT3 racer already and the traction and grip feel 
surreal for somebody used to road car forces. 

It’s fantastic to watch Turner smoothly dissect 
Snetterton, and that high downforce feeling through the 
fast right called Riches is sensational. It’s a really weird 
feeling from the passenger seat as I can’t benefit from the 
feedback he’s dialled into through the steering. So when 
he aims right, my brain says ‘nope’, but the car takes the 
load and then he’s straight back on the power. The Vulcan 
produces 1360kg of downforce at 320km/h, so even at 
lower speeds the G numbers are big and you feel them as 
your body strains against the harnesses. 

The next corner is a really slow hairpin right and here 
the searing engine takes hold of the slicks and spins them 
up on exit. The traction control is cutting in but Turner 
makes a big correction, too. The noise, heavily silenced for 
today, is extraordinary: an angry howl that could only be 
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STICK ON NEW TYRES AND WE'D 
HAVE THE POTENTIAL TO OEONTHE 
FRONT ROW OF A GTS GRID 

Darren Turner, Aston Martin factory driver 


a great big atmospheric VI 2. It’s one of those engines that 
you’d want to rev and rev just for the sake of it. 

The next few laps aren’t in the least bit scary and the 
Vulcan seems balanced and predictable. Of course, that 
could just be the driver, but certainly the long wheelbase 
and front- engine, rear- drive layout would appear to work 
as it would on a road car. It seems to smoothly edge over 
the limit. The high-speed corners are just completely 
addictive, and although the power steering is juddering 
markedly through left-handers, there’s nothing else to 
suggest that the Vulcan is a million miles away from being 
finished. The 24 lucky owners are going to adore driving 
this thing no matter my prejudices about $3million (plus 
local taxes, of course) track-only, non-race cars. 

Turner is clearly loving everything about the project. 
“It’s completely different from what I usually do, so sitting 
down with the design boys was really interesting,” he says. 
“From the outside there’s so many good angles - for me the 
rear of the car is spectacular - but once you get inside... 
Quite often racers are minimal, functional and not much 
to look at. This one is as exciting to be in as it is to look at.” 

Creating the base chassis characteristics is something 
Turner is more experienced with and, despite my surprise 
at how far along the Vulcan is, there’s still plenty to do. 
“It’s the fundamentals today. The downshift, the upshift 
- they’re not quite on par with the race cars but they’re 
getting close,” he explains. “Once we’ve got all the basics 
done then we can start looking at performance. The key 
will be to find a performance window that is fast to drive 
and useable for the type of owners we’ll attract. If I look 
for the last tenth it’ll become edgy, so we’ve got to get a 
comfortable setup that’ll work on most circuits without 
too much of a change and put driveability into the car.” 

The whole ‘driveability’ theme has been at the forefront 
of every conversation today, but these guys are racers and 
it’s refreshing to see everyone reach for their iPhones to 
have a little look at the lap times every time Darren exits 
the pits. He’s pretty clear on where the performance is 
going: “Everything is here for this car to be significantly 
quicker than the best GT3 car out there. Already we’re 
close. Looking at the times, we’d be mid-field in a GT3 grid, 
and that’s on old tyres and we’re not looking for ultimate 
performance as yet. Stick on a set of new tyres and we’d 
have the potential to be on the front row right now.” 

Tantalising, isn’t it? Wouldn’t you just love to see this 
thing race? You’re not alone. I ask Humphry s if he’d like 
to see it compete and his answer is refreshing, simple and 
delivered with a broad grin. “Obviously.” It will happen, 
somehow, somewhere. Watch this space. □ 



EVERY TIME MICHELIN TYRES 
WIN ON TRACK, YOU WIN TOO! 

fp) VISIT www.michelin.com.au 


After being tested in the extreme conditions 
of a race track, innovations that help our race 
partners are transferred into our passenger car 
tyres including the MICHELIN Pilot Sport Cup 2. 
At the same time, MICHELIN Total Performance 
brings you all the performance related qualities 
in a single tyre. 
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( (The Norwegian outback possesses geology so 
, ferocious it’s a match for the localfolklore. 
Against such a magnificent backdrop, we needed 

f 

:.a car with an abundance of both beauty and 
power. Step forward Mercedes-AMG GT S 



M0REOGROMSDAL 



Vo^u 


Djupvatnet Lake 


Above: our route heads 
south along QOkm of Norway’s 
County Route 63 Right: each 
turn of the switchback-laden 
Trollstigen - nneaning Troll’s 
Ladder’- is nanned after 
the civil engineer who was in 
charge of building it. 


ROM DOWN HERE YOU 

feel like an ant. Not one of those 
big soldier ants either, but a 
really diminutive civilian one. 
Walls of dark, foreboding rock 
are looming all around and I’m really 
struggling to take in the rugged scale 
of it all. Actually it’s more brutal than 
merely rugged. The whole scene looks 
as though some huge meteorite has 
smashed into the mountains, tearing into 
the planet with unimaginable force and gouging 
out this hole, leaving it exposed, like a massive 
natural wound in the landscape. 

At first it’s hard to fathom how you’d get to the 
top of the distant ridge with ropes and a full rack 
of climbing gear, let alone in a car. But then you 
pick out what looks like a thin, pale, continuous 
fissure zigzagging across the rock. Look closer 
still and you see the tiny bridge spanning the 
huge, tumbling white waterfall that splits the 
face. Slowly your eyes adjust and, like suddenly 
realising that the pile of earth you’re sitting on is 
actually crawling with insects, so you start to pick 
out the apparently tiny coaches and miniscule 
4x4s working their way up or down the rock face. 

We’re in western Norway, standing at the bottom 
of the 11 hairpins that make up the Trollstigen, 
or Troll’s Ladder - one of the most spectacular 
and undoubtedly the best-named road I’ve ever 


visited. The exact origin of trolls seems lost in the 
mists of time. All that anyone seems to agree on 
is that they are elusive mountain dwellers, living 
amongst rocks that they then occasionally hurl at 
people. And everyone agrees that trolls are ugly. 
Not ‘beauty is in the eye of the beholder’ ugly like 
a Z3 M Coupe either, but seriously ugly, like a 
Ssangyong Stavic. 

Given that photographer Dean Smith and I 
are in the worst possible place if mythical Norse 
creatures do start lobbing down chunks of 
metamorphic, I decide that it’s time to see what the 
view is like from the top. The Mercedes-AMG GT S 
has been pinging quietly next to me, metal cooling 
after the run along the valley to get here. Getting 
in. I’m immediately pleased with one particular 
feature of this car - its roof. The view out of the 
windscreen has a touch of the letterbox about it 
and while it’s perfectly adequate for driving, it can 
feel a little restrictive when you want to drink in 
all the scenery. It might not be the full roadster 
Imax but, like an inverted glass-bottom boat, the 
panoramic top on this car means that I can glance 
up and see the incredible view of the peaks above 
me (and any troll- thrown rocks). 

The V8 rumbles into life with the hollow growl 
of a Viking gargling firewater. It feels completely 
in keeping with the surroundings. Notch back 
the small gearlever, feel a subtle change in the 
demeanour of the car as the first of seven gears 
engages, ease off the brake pedal and we’re away. 
The road isn’t the narrowest I’ve driven on by any 
means, but there’s certainly no white line down the 
middle and you need to use the fantastic visibility 
of what’s approaching so that you don’t end up in a 
stand-off with a tourist coach. With every hairpin 
the angry rock and an increasingly yawning drop 
switch sides and neither is to be trifled with. The 
mighty Stigfossen waterfall punctuates our path 
up the mountainside, reappearing as often as 
every second hairpin as it makes its way down a 
320m vertical drop. The raging, pure white torrent 
adds to the furious feeling of the place and you get 
the impression it could be pouring down into the 
earth to cool the fires of Hell itself. As we cross the 
bridge a gust of wind flings spray over the car. 

Although tackling the Trollstigen is mostly a 
case of accelerating in a straight line up through 
a couple of gears, braking, changing down, 
climbing through a tight, 180-degree turn and 
then repeating, there are a couple of stretches 
nearer the top that wander slightly more and the 
GT S dispatches the direction changes in a manner 
that feels like the car weighs considerably less 
than the advertised 1570kg. There is one section 
with really fast, shallow bends that you can’t quite 
straight-line, requiring you to hover on the throttle 
while launching the big bonnet one way then the 
other, the whole car staying breathtakingly flat 
through the fast transitions. 
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Accelerating out of the last of these bends, I find 
myself hammering up towards the next hairpin. 

been building speed greedily but now this 
switchback looks for all the world like a dead end 
‘ hanging in the air with just sky beyond. It suddenly 
feels like I’m rushing headlong up a launch ramp 
and the realisation that an endless drop is waiting 
to embrace me if I don’t start braking hard makes 
my heart stand still. With a firm push on the left- 
hand pedal the big nose dives fractionally, the 
tyres dig reassuringly, my ribs squeeze against 


towards the edge. Clutching at the barrier and 
with blood definitely pulsing a little harder, I steel 
myself to look down into the yawning abyss. My 
head swims slightly at the scale. If you have even 
mild acrophobia you’ll feel your stomach do a 
terrified little backflip too. 

From up here you’re so high that it’s almost like 
being in a helicopter, the elevation playing tricks 
on your eyes, foreshortening the massive drop so 
that the steepness of the hairpins beneath you is 
slightly lost, the scene below appearing slightly 


WALLS 
OF DARK 
ROCK ARE 
LOOMING 
ALL AROUND 
AND I’M 



the seatbelt and just enough speed is thankfully 
wiped off in time to turn in. 

At the top of the Ladder is a very angular and 
rather beautiful building that was opened in 2012 
and houses a visitor centre, shop and cafe. But it’s 
not the first place I want to head after parking up. 
Instead I walk over a small bridge, skirt around a 
warning sign half-heartedly blocking the path and 
scramble across the snow to reach a rusty-looking 
construction jutting out from the mountainside. 
This is the Trollstigen’s famous viewing platform. 
The wind is attacking over the ridge in sporadic 
but violent gusts, making the promontory seem 
even more precarious as I walk slightly tentatively 


surreal and detached. Serpentine in its back-and- 
forth layout, the road is mesmerising. What is it 
about the switchback that is so bewitching? We 
all know that they aren’t the best corners to drive, 
merely the most extreme in terms of lock required. 
Yet standing here, the Ladder looks aesthetically 
amazing, the automotive equivalent of a turquoise 
sea that begs you to dive in. 

I spend quite some time watching the clouds 
folding themselves around the mountain tops 
before shivering as the wind whips up again and 
forces a retreat to the grandly designed cafe at the 
top of the road. Whilst waiting for a restorative 
hot chocolate, I wander around the exhibition 


STRUGGLING 
TO TAKE IN 
THE SCALE 
OF IT ALL 




MERCEDES-AMG GTS IN NORWAY 



picked up the Mercedes. Apart from the optional 
sports seats being a bit wooden on a long journey, 
the AMG amply fulfilled the GT part of its name 
on the trip. The day was interesting because it was 
a new country to drive through and marvel at and 
Norway is achingly beautiful, but from a driving 
point of view it was pretty dull. Initially there 
was some dual carriageway with automatic tolls 
but then we were reduced to single carriageway 
roads that felt remarkably busy given that Norway 
only has five million people. Actually, the sense 
of congestion had nothing to do with the sheer 
volume of traffic and everything to do with the 
fact that, despite the open and flowing nature of 
the roads as they sweep past sparkling lakes and 
through mighty forests, the speed limit is 80km/h 
and everyone sticks religiously to it. Some people 
are keen to make progress, and overtaking is 
generally easy if it’s a single car in front, but 
sometimes you will find yourself at the back of a 
long snake where everyone has settled in for the 
duration and the feeling is that so must you. On 
the main roads there are speed cameras in the 
form of beige cylinders on sticks, but there are 
always warning signs before you reach them. 


showing the history of the Trollstigen. There have 
been trails between the Valldal and Romsdal 
districts throughout history (it was called the 
Cleavage Trail before the Trollstigen), but it was 
only in 1916 that the Norwegian Parliament 
granted permission for a road to be attempted. 
The actual mountain pass was begun in 1928 but 
because of the weather, construction was only 
possible between the months of May and October. 
The project was also hampered by frequent 
landslides and until 1935, when the bridge was 
completed, a sort of coffin on ropes was the only 
way to cross the huge waterfall. The road was 
finally opened on July 31, 1936, by King Haakon. 
The surrounding mountains are called the King, 
the Queen, the Bishop and the Trollveggen (the 
eastern side of which has the highest vertical rock 
face in Europe). However, slightly disappointingly, 
they only got these names with the opening of the 
road, as a marketing ploy to make them sound 


more impressive. 

You might have been wondering how we spirited 
ourselves to the Trollstigen, and the answer is that 
yesterday we drove the six or so hours north-west 
from Gardermoen airport in Oslo, where we’d 
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HEADING SOUTH 
FROM THE 
TROLLSTIGEN WE 
ARE TREATED TO 
A STUNNINGLY 
GOOD DRIVE ON 
NEARLY EMPTY 
ROADS 






MERCEDES-AMG GTS IN NORWAY 


Although the Trollstigen is far from empty, 
there are no such frustrations today, and leaving 
the warmth of the cafe and heading south we 
are treated to a stunningly good drive on nearly 
empty roads. We’re heading this way because, 
good as the Ladder is, I knew that we didn’t want 
to come all the way to Norway simply for one road. 
So back in the depths of winter and with the aid 
of some digital maps I started looking at what 
else might be of interest to the motoring tourist 
in the county of M0re og Romsdal. The Atlantic 
Road is the other obvious route up here, but John 
Barker went there in 2010 in an SLS Electric, so 
that was discounted. Besides, I wanted to explore 
something slightly less well known. There is quite 
a lot to choose from, but eventually I settled on an 
interesting looking piece of road at the eastern tip 
of the Geirangerfjord (pronounced guy- rang-er). 

In order to get there we are heading to the 
settlement of Valldalen, which sits on the northern 
shore of the Norddalsfjorden. The road is fast but 
the corners are just the right speed to keep things 
constantly interesting and at one point it tracks 
the line of the Gudbrandsjuvet (you’re on your 
own with that pronunciation!) gorge, with its 
spectacular rapids bubbling away on our left. Once 
in the town of Valldalen we follow the water’s edge 
to Linge and beyond to a small jetty where the sun 
finally comes out as we settle down to wait for the 
ferry. Even through the accumulated road grime 
of the day, the Merc’s brilliant blue paintwork 
comes alive in the sunshine and I immediately 
christen the colour Norwegian Blue, muttering 
‘beautiful plumage’ in my best Palin (Michael not 
Sarah) impersonation. Sadly it seems no one else 
watches Monty Python these days and just as I’m 
trying to explain the failed palindrome of ‘Notlob’ 
a ferry mercifully arrives, opening its bow like a 
feeding whale and accepting the half-dozen cars 
waiting to cross to Eidsdal. 

Once we’re safely across the water, Gounty Road 
63 begins rising. Occasionally there is a hairpin, 
but mostly it’s a gradual wandering upwards for 
a few kilometres. The view is nothing exceptional 
but this is merely a lull, as suddenly the scenery 
seems to part majestically and we find ourselves 
in a huge valley high up in the mountains. We 
curve around a small lake and then the road 
heads arrow- straight for over before disappearing 
around a shoulder of rock and plunging inside 


Left: GTS exhibits 
superb control through 
fast direction changes 
on the roads of More 
og Romsdal county. 

Above right: the 
region is littered with 
sculptures of trolls, 
many of which couldn’t 
look happier... 








yonder mountain. The light makes it all look so 
filmic that you would almost swear it was GGI. 

When we emerge into the daylight again 
(it’s now early evening but it could be midday, 
such is the arc of the sun up here at this time of 
year) there is a fast run to another breathtaking 
viewpoint over the Geirangerfjord. According to 
the guidebooks this is Norway’s most picturesque 
fjord and it’s immediately obvious why. The 
massive cliffs rise up nearly vertically from 
the water, utterly dwarfing the cruise ships 
beneath. The MSG Splendida anchored over half 
a kilometre below weighs a monstrous 138,000 
tonnes and measures 333m from prow to stern, 
making it one of the largest cruise ships in the 
world, yet it looks like nothing more than a toy 
boat in a bath tub from up here. 

Several days a week, floating cities like the 
Splendida decant thousands of selfie sticks onto 
coaches, which then do whistle-stop tours of 
the region’s highlights. Thankfully it’s blissfully 
peaceful now. But it’s not quiet. Everywhere we 
have stopped there has been the sound of gravity- 
fed water. Whether the noise is thunderingly close 
or more of a distant background hiss, it seems as 
though we are always within sight of at least three 
magnificently tumbling waterfalls. Looking down 
the fjord we can just see the huge Seven Sisters 
waterfall. Zoom out a bit to see the wider view 
and you notice three clear layers of colour in the 
landscape, with green vegetation at the bottom 
moving into dark grey rock that is then capped 
with sparkling white snow. The mountains 
look like huge rotten teeth pushing up through 
gangrenous gums. 

This slightly grotesque simile is trumped by the 
slightly queasy thought that the people here live 
under the permanent shadow of potential disaster. 
Farther up the Sunnylvsfjorden lies a mountain 
called Aknes and there is a large (50-million- 
cubic-metres large), unstable chunk of it that may 
well fall off. If it does, the residents of nearby 
Hellesylt and Geiranger will have just minutes to 
get out of the way of the ensuing tsunami that will 
rage down the fjord below us. 

It’s hard to tear ourselves away from the view, 
but after 20 minutes of gobsmacked reverie 
we continue on our way and start the descent 
to Geiranger itself. Having thought that the 
Trollstigen was hairpin heaven, the next 6km 
of the 0rnevegen, or Eagle Road, begs to differ. 
It packs its 11 switchbacks in even more tightly, 
pouring them down the precipitous slope until 
you’re level with the water. Because this road 
travels through lush vegetation it doesn’t have 
the visual drama of the Trollstigen, but it’s every 
bit as sinuous, a fact that’s reinforced by the view 
looking back from the far side of the fjord. 

Despite the disconcertingly light sky we decide 
that it must be dinner time when we reach 
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WHEN WE EMERGE 
\HTO DAYLIGHT 
AGAIN THERE IS 
ABREATHTAKING 
feUN DOWN 
INTO THE 
GEIRANGERFJORD 
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UNDER MERCIFULLY CLEARER SKIES 

we set out early the next morning, and as the 
tourist coaches haven’t yet grumbled into life I 
get a clear run at the Geiranger Pass. Instantly it 
is on another level in terms of driving compared 
to the Trollstigen. Wider, faster and much more 
varied, it is a proper test of the AMG. A long right- 
hander loads up the GT S, the rear tyres leaning, 
teetering on the edge of adhesion with the cold 
morning tarmac. A fraction more throttle and the 
treadblocks will release, sending the tail wide, but 
as the corner opens you can tease the pedal ever 
further, chasing the power as the steering lock 
reduces. Then we’re into a series of shallow, not 
quite flat-out bends, meandering gracefully up 
the side of the valley. This is where the car shines, 
changing direction one way then the other with 
absolute authority, the nose reacting instantly 
as the car jinks through the linked chicanes. The 
steering is very light, but so quick and precise that 
it requires only the smallest movement of your 
wrists to get a reaction. It’s quite Ferrari-esque. 

The first hairpins arrive and with the ESC 
slackened it’s easy to slide the GT S - all too easy 
if there’s any residual damp in the shadows under 
the rock faces, so care is needed, but the quick 
steering helps. The 375kW V8 remains the best 
turbocharged engine out there, in my opinion. It 
has stunning throttle response and the bombastic 
noise seems to suffer none of the muting or 
muffling that others are afflicted with. Here the 
GT S simply charges up the road. 

Climbing farther up the pass, it’s fascinating 
travelling through the various coloured strata 
that we noticed when looking down the fjord. The 
green is now receding as the grey takes over with 
the white snow still to come. The bends are more 
tightly stacked here but there is a real mix of radii; 


AS THE SNOW 
BANKS BEGIN 
TO APPEAR, SO 
TOO DO SIGNS 
WARNING CARS 
NOT TO STOP, 
FOR FEAR OF 
AVALANCHES 


106 www.evomag.com.au 



www.evomag.com.au 107 






MERCEDES-AMG GT S IN NORWAY 



some require caution as they tighten unseen, 
while others are open and can be attacked with 
the car up on its toes from entry to exit. There 
are also plenty of straights long enough to let the 
V8 run, chasing up through the gears, each one 
popping home quickly and satisfyingly. 

As the snow banks begin to appear, so too 
do signs warning cars not to stop, for fear of 
avalanches. Down here the rather grubby, wet, 
heavy snow looks like it has the consistency of a 
Slush Puppie and it’s no surprise the waterfalls 
are so loud with such a supply of melting water. 
Gradually though the temperature drops as the 
altitude increases and the slush hardens until we 
are back in the frozen white corridor. With your 
view restricted it’s like being in one of those early 
computer driving games, the road feeling a little 
more constricted, although I’m pretty sure the 
width is the same as it was lower down. With the 
sun out, you can catch glimpses of the beautiful 
blue ice buried beneath the snow and it seems to 
glow with a clear, jewel-like inner luminescence. 


MERCEDES-AMG GTS 


Engine 3982cc V8, dohc, 32v, twin-turbo 
Power 375kW@6250rpm 
Torque 650Nm (g) 1750-4750rpm 
Transmission Seven-speed dual clutch, 
rear-wheel drive, iimited-slip differential 
Front suspension Double wishbones, coil 
springs, adaptive dampers, anti-roll bar 
Rear suspension Double wishbones, coil 
springs, adaptive dampers, anti-roll bar 
Brakes Ventilated discs, 390mm front, 
360mm rear 

Wheeis 19 x 9.0-inch front, 20 x 11.0-inch rear 
Tyres 265/35 ZR19 front, 295/30 ZR20 rear 
Weight 1570kg 

Power-to-weight 239kW/tonne 
O-lOOkm/h 3.8sec (claimed) 

Top speed 310km/h (claimed) 

Basic price $294,600 
OnsaieNow 


evo rating: ★★★★★ 


At the top of the pass is an empty hotel, with 
a road up to a viewing point. Yesterday the most 
I could see was a bleak monochrome beauty 
stretching out into an infinite whiteness that 
played with my depth perception as bafflingly 
as the height of the Trollstigen. Today, however, 
the scenery is coming alive around me as the 
sun and the crystal- clear air combine to bring 4K 
clarity to the landscape. Contrasted against an 
azure sky, the perfectly flat expanse of the snow- 
covered Djupvatnet lake cupped in the mountains 
is startling. Once again, just as I did at the base of 
the Trollstigen, I feel like Gulliver in Brobdingnag 
as the scale of my surroundings sinks in. And 
bordering the lake, snaking away towards a gap in 
the peaks, is the rest of the Geiranger Pass waiting 
to be driven. As I drop down into the GT S, pull 
the door shut and press the glowing starter button, 
I know that although I might have been lured to 
Norway by the Trollstigen, there is no doubt that 
this less travelled part of the County Road 63 is 
where you should come to drive. Q 




SUPEB 


SEVENS! 


For those who enjoy a pure driving experience, the new 
Caterham Seven 275 now offers the ultimate Value to fun' ratio. 

A worthy stable mate to the ultra-high performance Seven 485, the 
new Seven 275 is based on the same product philosophy, which 
has provided race car handing in a road legal performance car. 
For more information, please contact us: 

Overseas left hand drive model shown. Please see website for Australian specifications. 



CATenHAM CAF^S 

THE ORIGINAL AND STILL THE BEST 


Caterham Cars Australia, Level 1, ZAGAME building, 362 Swan Street, Richmond, VIC 3121 
P: 03 9329 0344 E: chris@caterhamcars.com.au 


PORSCHE CAYMAN GT4 



With the current 911 GT3 requiring licence-threatening speeds 
to come alive, does the new Cayman GT4 provide the more 
accessible thrills familiar from the earlier 996 and 997 GT3s? 

The sopping North York Moors will provide the answer 

THROWBACK? 

by JETHRO BOVINGDON | PHOTOGRAPHY by ASTON PARROTT 
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HE GT4 HAS BEEN 

gone a couple of days 
now, but I can still feel 
it. Not in some wistful, 
tragically yearning sort 
of way* My heart isn’t aching but the ball 
of my left foot really is, my back’s still 
fizzing a bit too, and my left shoulder is 
tight from the short, heavy gearshift. It’s 
a familiar feeling: the 997 GTS didn’t just 
leave an indelible impression on heart and 
mind, the $heer physicality of the driving 
experience lingered on for a good few days 
after that grumpy, gritty, glorious flat-six 
had fallen silent and you’d scrambled out of 
its tight-fitting Recaros. The 991 GTS 
- brill iam though it is - doesn’t deliver 
the same workout. But the Porsche Motorsport 
department’s new baby? It leaves wounds. 

You know all about the Cayman GT4 already. 
You know it has the S. 8 -litre flat- six from the 
soon to be defunct Carrera S, producing 28SkW 
at 7400rpm and 420Nm between 4750 and 
bOOOrpm. You know the front suspension is 



almost pure GTS, with inverted dampers and split 
wishbones to allow for precise camber adjustment. 
You know about the six-piston brake calipers with 
huge discs. You know the rear axle is virtually all- 
new - stiffer and stronger and featuring helper 
springs. You know the bodywork has much more 
aggressive (and also adjustable) aero, that the 
anti-roll bars are three-way adjustable and that 
this particular model comes only with a six-speed 
manual gearbox. You probably know that when 
we drove it at the Portimao Circuit in Portugal 
(evo Australia 23) it didn’t disappoint. In fact, so 
good a job had the Motorsport team done with the 
chassis that the 3. 8 -litre engine felt like the weak 
link. I bet Porsche’s engineers loved that after the 
lengths they’ve gone to just to make it fit. “Nice 
job, boys. Now it just needs a GT3 engine. . .” 

Well, that was then. In sunny climes, with a 
smooth circuit and with a very limited amount 
of time in those optional carbonfibre seats lifted 
straight out of the 918 Spyder. The here and 
now is rain. Pouring rain. And fog. And standing 
water. And a patchwork surface that’s evolved 
into something akin to an assault course for 
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Today is 
about feeding 
on the 
information 
the GT4 can 
stream back 
to the driver 


wheels and tyres to bump, thump and skip over. 
Ah, the North York Moors on a summer’s day. Poor 
photographer Aston Parrott wants to cry, but for 
me the rain isn’t such a bad thing. Today won’t be 
so much about extracting the maximum from the 
GT4 as feeding on the information it can stream 
back to the driver, about the confidence it breeds 
(or doesn’t) and about how special it feels well 
below its maximum- attack capabilities. 

This is absolutely critical because the GT4 has 
been marketed as a back-to-basics machine, a car 
built with the recognition that life isn’t all about 
lap times and launch control. The six-speed ’box 
is the most tangible symbol of that philosophy but 
today we’ll see if the commitment to involvement 
and tactility runs deeper. We’ll learn if the GT4 
rewards and excites at speeds you can safely 
achieve on the road. I’m thinking of those old 
GT3s, 996 and 997 vintage, that had a similar 
footprint to the Cayman and managed to feel 
deeply special from all of about 3km/h. 

It’s a short sprint from the hotel lobby to the car 
park where the GT4 lies in wait. I attack it with 
a shameful lack of commitment, one of those 


awkward, slightly embarrassed canters that men 
break into when they don’t want to get wet but 
hope to maintain a certain masculine, devil-may- 
care attitude. It’s made all the more ridiculous 
because the GT4 is such an arresting sight that 
it breaks my rhythm, and as I involuntarily shed 
speed to take in the evil black wheels pushed 
right out to the limits the bodywork, the optional 
410mm ceramic brakes so visible behind slender 
spokes, that proud wing rising up on intricate 
stanchions and the sheer rippling aggression 
of the thing, the gravel surface nearly sends 
me end over end. I drove the GT4 up here from 
Northamptonshire last night and had plenty of 
time to grow accustomed to its shape and stance 
when stopping for fuel and fried chicken, but it 
so perfectly expresses four-wheeled aggression 
that it seems to punch me square in the jaw every 
time I clap eyes on it. Any suggestion that the most 
hardcore Cayman is something of a GT3-lite just 
doesn’t bear scrutiny. There’s nothing ‘junior’ 
about the GT4, nothing at all. 

The steely sense of purpose continues inside, 
especially when you wake the 3.8-litre flat-six. 
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The noise is deep and dirty, but that’s easily 
achieved with a bit of exhaust trickery. There’s 
something beneath the crackle and howl, though 
- the grind, rattle and zizz of metal rotating, 
pushing and pulling - and you feel every vibration 
through the base of the carbon-shelled seat. The 
engine is so close, palpably closer than in a 911, 
and the overall effect is that the GT4 feels almost 
shockingly extreme. It has dynamic mounts for 
the transmission and they should be relaxed at 
a standstill, but every tremor screams tension. . . 
control. The fabric door-pulls subconsciously 
confirm your initial impression that this car is 
channelling RS. The GT4 feels so much more 
focused than I was expecting. 

Pickering is bustling as usual, hardy tourists 
unbowed by the filthy conditions and setting out 
for the day wrapped up in waterproofs, clutching 
walking poles and with the maniacal grin of 
people who enjoy walking in driving rain and 


howling wind. The GT4 seems grumpier than 
these happy fools. As we’ve come to expect from 
modern GT-badged Porsches, the ride quality 
is actually pretty good. It’s firm, of course, but 
even crawling along in traffic with the dampers 
set to Normal (Sport is really only for racetracks) 
the edges of the sharpest bumps are smoothly 
rounded off. However, what’s new here is that 
you can hear the suspension working: a clonk 
here, a clatter there. It sounds like there’s no 
sound deadening at all and not much in the way of 
rubber in the suspension, either. 

Then there’s the clutch. Blimey, it’s heavy. 
We’re not talking Gountach-style discomfort, but 
it requires a real shove and the shorter gearlever 
has introduced a sinewy quality to the shift action 
that is at times satisfying but can make upshifts 
across the gate tricky to negotiate. These are 
the formative moments, while the oil and water 
temperatures are sitting stubbornly in the blue. 


It never lets 
you forget 
that it lives 
not for your 
convenience 
but to 
provide a 
challenge 
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and the GT4 feels tough and noisy. Oh, you can 
drive a GT4 slowly, you could even drive it every 
day, but it never lets you forget that it lives not for 
your convenience but to provide a challenge. I like 
that. The Moors can’t come soon enough. 

THE A170 THAT RUNS WEST OUT OF 

Pickering is wide, well sighted and fast. Or at 
least it would be if it wasn’t for the coaches and 
caravans. Even so, the GT4 starts to relax a 
little as the speeds rise, picking off in complete 
safety gaggles of dawdlers without so much as a 
downshift. The gearing has been the source of 
some controversy and maybe it’ll hurt the GT4’s 
appeal later, but right now that big-cube engine 
pulls each ratio with a ferocious energy. The ride, 
too, has a wonderful feeling of tight-tolerance 
composure. It might be an exaggeration to say it 
breathes with the surface, but it certainly never 
knocks the wind from your lungs. Still noisy. 


though. It’s like the drivetrain is solidly mounted 
and the engine’s every beat comes drumming 
through the seat. 

If the sheer pervasiveness of the feedback is 
a shock, the quality and clarity of information 
bubbling away beneath the white noise is 
expected but nevertheless very welcome. The 
ceramic brakes make a distinctive brushing noise 
whenever you ask for them, but the pedal travel is 
minimal, the bite immediate and there’s so much 
feel I’m not sure you’d ever trigger the ABS even 
on a sodden day in Yorkshire. 

The steering doesn’t have the same unequivocal 
intimacy, but it’s a huge leap on from the Cayman 
GTS’s rack, which has an unnervingly smooth 
texture in the wet and provides little clue as to 
whether the contact patches are biting through to 
the surface or gliding over the water. The GT4 is 
different. The weight ebbs and flows as you load 
up the tyres, the small Alcantara steering wheel 
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lightly crackles and hums as the front tyres roll 
over the craggy topography, and all the time you 
feel absolutely confident about every move the car 
makes. The sense of locked-down agility is very 
familiar if you’ve ever tried a 991 GTS. 

Right towards Hutton-le-Hole and then up onto 
Blakey Ridge, the GT4 barrels into the gloom. My 
peripheral vision picks out rich, purple heather, 
but for the most part the moorland is hidden. 
There’s no time to miss the view or rue our luck, 
though, because the road is flooded with a million 
tributaries flowing into frequent great lakes of 
standing water. In those amazing old GTSs on 
barely-treaded Cup tyres you’d splash carefully on 
days like these, wary of the light front end floating 
into understeer or getting unsettled on the brakes 
and squirming off-line. The GT4, with the new 
and remarkable Michelin Pilot Sport Cup 2 tyres, 
still shows flashes of sharp teeth, but for the most 
part it simply cuts through the water and howls 
across the moor. 

There’s little scope to really extend the 3.8-htre 
flat-six at this point, but if it felt disappointing at 
Portimao - the wide, reference-light nature of a 
racetrack always steals away performance and 
can even dull the character of an engine - I can 
categorically say that’s not the case here. It’s sharp 
and feels so hungry when you jump on the throttle 
in the mid-range, and the dry, coarse tone has 
something of the revered Mezger about it. I won’t 
pretend it’s that special, that ferocious, but it’s a 
hell of an engine. You have to remind yourself that 
this car costs not $300,000 but $189,900. I can’t 
think of a car for similar money with an engine 
that feels and sounds so special. 

And the gearbox! So the clutch is a bit heavy, but 
up here and away from traffic that doesn’t matter 
one bit, and the weighty, short shift is so precise 
and rewarding. The rev-match function in Sport is 
brilliant in uncertain conditions when a dragging 
rear axle could be nasty, yet should you forget 
it’s there and heel in your own blip of throttle, it 
seems to allow you to take control seamlessly. 

Much was made of the GT4’s adjustable anti- 
roll bars at launch and we heard that everyone’s 
favourite brand ambassador, Walter R5hrl, likes 
the front set to soft and the rear to hard, giving 
a pointy, oversteery balance. This press car is 
slightly more conservative, with both bars in the 
middle setting, and I’m grateful that the front end 
feels beautifully responsive but never nervous. 
In fact, the sheer mechanical grip is superb and 
the way the GT4 changes direction so cleanly 
and carries its weight so effortlessly is deeply 
impressive. Push really, really hard and there is 
some understeer on turn-in. Pour in the flat-six 
early and hard, and that vanishes quickly and the 
tail shudders into a spike of oversteer. These are 
tiny little moments but they have a familiar, sharp 
edge from GT3s old and new. If you hurry yourself 



and the car, it can feel like the GT4 is just waiting 
for an opportunity to bite and do things you can’t 
quite keep on top of. 

In fact, nothing could be farther from the truth, 
but the combination of such effective roll stiffness 
and those big, grippy tyres means that the limit of 
lateral grip comes and goes quickly. Fortunately 
the car’s inherent balance means these moments 
are thrilling rather than terrifying. Plunging 
between puddles, traction control snipping at the 
soaring power delivery, the chassis edging in and 
out of little slip angles, the GT4 has just the right 
balance of precision, control, sharpness and mild 
peril to deliver raw, addictive excitement. 

If you find the resolve to disable the traction 
and stability control completely then you can 
actually feel the GT4’s supreme balance and 
agility at lower speeds. Turn in with a little more 
aggression, snap the throttle open early and over- 
drive the car and it comes alive not in short, sharp 
spikes of slip but with bigger angles held easily. 
Now you’ve got the car under your control nice 
and early in the corner, manipulating its balance 
instead of reacting to tyres at the very limit of their 
lateral grip. It looks more dramatic but it feels 
calmer from the driver’s seat. Of course, the GT4 


Above: GT4 gets 
20mnn ride-height drop 
compared to the Cayman 
GTS. Above right: 
sublime mid-engine 
balance is easily exploited 
on wet tarmac with the 
stability control disabled. 
Right: six-speed manual 
isoneofthebestin 
the business. 
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is not one for long, languid slides, and a limited- 
slip diff sees it build speed almost frantically even 
as you’re sliding, but the chassis feels so consistent 
and controlled that the whole process is intuitive. 
Today wasn’t meant to be about finding the very 
limit, but the GT4 is persuasive. . . 

So the GT4 is intense and deeply involving, 
thanks in part to that manual gearbox but also 
because it’s just alive with noise and sensation. 
It’s also infected with an energy and enthusiasm, 
a sharp- edged fury that’s written in its superb 
throttle response and the way it lunges from 
SOOOrpm to 7800rpm with ravenous hunger. It 
finally feels like the real deal - a Cayman built to 
be the best it can be. It doesn’t have the purity of 
steering feedback of the old Cayman R, but it’s so 
much more aggressive, so much faster and more 
exciting in every other respect. You simply don’t 
think about the Cayman GTS or the R when you 
drive the GT4. It’s from a league above, closer in 
feel and philosophy to the GTS. 

In some ways the 991 GTS is more exciting 
still. In raw performance it murders the GT4 and 
its searing engine is all encompassing, almost 
terrifyingly so. It’s also easier to drive on the road 
because its traction is almost impossible to defeat. 


whereas the GT4 will occasionally spin up its 
rear tyres as you get right into the heat of the 
delivery, at around 6500rpm. However, that 
incredible security does mean you have to drive 
with real commitment to make the GTS come 
alive. Robbed of the interaction of a great manual 
’box, it can feel too easy at times, or simply too 
illegal when you do finally feel like you’re giving 
the car a workout. 

Does the GT4 hark back to great champions of 
the past, then? Has it rediscovered the sweet spot 
of the enthralling 997 GTS? The weather never 
quite lifts sufficiently to answer that question 
definitively, but I am enthralled completely by 
the GT4. Its focus is absolute, its performance is 
thrilling and has just the right amount of rabidity 
to call to mind the GTS or even cars as frenetic 
and relentless as the Ferrari 458 Speciale. And 
yet it also feels physical and old-school at lower 
speeds... Almost the best of both worlds. It’s 
a special car. In the rain, in the fog, trickling 
through the small town of Pickering or rushing 
headlong over the moors. It could do with shorter 
gearing. It doesn’t steer with the same wonderful 
tactility of a 997 GTS. That’s it. No wonder getting 
hold of a GT4 is so damn tricky. □ 


PORSCHE CAYMAN GT4 


Engine 3800cc flat-six, dohc, 24v 
Power 283kW @ 7400rpm 
Torque 420Nm @ 4750-6000rpm 
Transmission Six-speed manual, rear-wheel 
drive, LSD, PSM, PTV 

Front suspension MacPherson struts, coil 
springs, PASM dampers, anti-roll bar 
Rear suspension MacPherson struts, coil 
springs, PASM dampers, anti-roll bar 
Brakes Carbon-ceramic discs (option), 
410mm front, 390mm rear, ABS, EBD 
Wheeis 20 X 8.5-inch front, 

20 X 11.0-inch rear 

Tyres 245/35 ZR20 front, 395/30 ZR20 rear 
Weight 1340kg 

Power-to-weight 211kW/tonne 
0-100km/h 4.4sec (claimed) 

Top speed 295km/h (claimed) 

Basic price $189,900 


evo rating: ★★★★★ 
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NEW EXIGE S. AUTOMATICALLY QUICKER. 


Lotus is renowned for no-compromise performance. So it’s no surprise the first ever Exige S to offer our 
new 6 speed automatic gearbox, coupled with our350HP supercharged V6 engine, is actually 0.1 seconds 
quicker than it’s manual brother! It’s as fast around the track and even more sophisticated around town. 

Exige S Automatic is available in both the coupe or roadster models and comes with 4 Dynamic 
Performance Management settings (DPM) that adjust throttle response and exhaust note. The standard 
Race setting, further exploits the engineering brilliance of the stiff extruded alloy chassis. 400 Nm of torque 
thrusting you to into the back of the seat has never been more rewarding yet easier to tame. 

Autocar UK, when asked ‘What’s it like?’ said “in two words, damned fast.” and summised, “If you truly 
desire exceptional performance-with-roadholding, it probably looks a bit of a steal.” 

THE EXIGE S, 6 SPEED AUTOMATIC. AVAILABLE NOW IN COUPE AND ROADSTER. 


SYDNEY 

( 02 ) 8424 7777 


MELBOURNE 

( 03)9320 8888 


BRISBANE 

( 07 ) 3257 7222 


ADELAIDE 

( 08)8269 2922 


PERTH 

( 08)9231 5999 
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by HENRY CATCHPOLE 
PHOTOGRAPHY by ASTON PARROTT 


GREAT 


Combining Porsche’s know-how with Audi’s dominant quattro 
hardware lit the touchpaper on our desire for laughably fast 
wagons. Two decades later, does the RS2Avantsttil impress? 
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Today, if you said the sixteenth 

letter of the alphabet followed by the first positive integer to a roomful 
of car enthusiasts, I suspect most would instantly think of McLaren’s 
hypercar. And with good reason. Some, however, would undoubtedly 
think of the Prodrive-tuned GC8 Subaru Impreza. A few might even 
connect it with the supercar club that Damon Hill helped set up a while 
ago. But long before all of these there was the Audi RS2, and I think it 
can reasonably lay claim to having first dibs on the now well-known 
nomenclature. Why? Because while it was being developed in the early 
’90s, the RS2 was known internally at Audi as ‘PI’. 

The ‘P’, of course, stood for ‘Porsche’. Ferdinand Piech, then head 
of Audi’s supervisory board, realised that his Ingolstadt engineers 
were far too busy developing the important new A4, A6 and A8 models 
to be distracted by a niche project like the RS2, but nonetheless he 
wanted his idea for a really fast wagon to come to fruition. Turning 
to Porsche, where Piech had worked during the ’60s and early ’70s, was 
the obvious solution. 

Looking around the car as it’s carefully rolled out from its trailer 
today. I’m staggered once more by just how many bits are obviously 
from the Zuffenhausen toy cupboard. Sitting in the car park on a 
slightly overcast morning, the first things that catch my eyes are the 


wing mirrors. Slightly too small for the car, their 911 shape acts like 
a catalyst, opening your eyes to all sorts of other Porsche parts. The 
front bumper, with its indicators and sidelights, is suddenly an obvious 
refugee, as are the five-spoke 17-inch Carrera Cup wheels, which have 
such a distinctive Porsche design. Look closer still and you see that the 
brake calipers actually spell it out for you with the seven white letters on 
a red background. The name is also there, in even smaller letters, on the 
badges on the front grille and the tailgate. Interestingly, this first Audi 
RS badge also separates the ‘R’ from the ‘S2’, denoting that this is very 
much the Renn version of Audi’s pre-existing S2 model. 

The lowlier model had 169kW and 350Nm, and although the same 
basic 20-valve in-line five-cylinder engine remains, Porsche badges 
greet you once more when you lift up the bonnet on the RS2. Hotter 
camshafts and a 30 per cent bigger KKK turbocharger puffing at 1.4bar 
(up from 1.1) were perhaps the biggest changes, although a new Bosch 
engine management system, new injectors, a more freely flowing 
exhaust manifold and a bigger intercooler all played their part too. The 
end result of all this fettling was that Michael Holscher, who oversaw 
the project and would go on to work on the Carrera CT, exceeded the 
target set for him of a 30 per cent increase in power, the final figures 
reading 235kW at 6500rpm and 410Nm at 3000rpm. 
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Far left: turbocharged 
2.2-litre five-cylinder 
engine produces 
235kW- a big figure 
back in 1994. Left: six- 
speed nnanual has to 
be worked to keep the 
RS2 on boost. 
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The now famous Nogaro Blue paint is distinctive but not lairy... 
unlike the blue Alcantara inside. Open the door and you are exposed 
to what can only be described as a very arresting interior. The options 
were full black Nappa leather with wood veneer, silver Alcantara with 
carbonfibre, or this. Initially it’s overwhelming in its vibrancy, but look 
closer and there are some lovely details, such as the very subtle blue 
strands that run through the weave of the glossy carbonfibre. 

Perhaps one reason for the humdinging colour is the number on 
the odometer. With just 1937 kays on the clock, this has to be one of, 
if not the, most well-preserved RS2 in existence. Owned by Audi UK, 
it certainly must be the most immaculate right-hand- drive example, as 
just 180 units of 2900 came with the wheel on this side. Some of those 
were distributed to New Zealand but none to Australia, and today we 
are aware of a sole example having made it across the ditch (at the time 
of writing, it is listed for sale at $85,000 with 145,000km on the odo). 

Get in and you find that the Recaro, with its very period rectangular 
headrest, is set a little high but clasps you reassuringly about the ribcage. 
Twist the key and the RS2 comes to life with a dry, high-pitched clearing 
of its throat before settling to a bassy but relatively demure idle. The 
wheel is quite an attractive airbag item, but some of the early cars came 
with an even simpler looking Procon-Ten three-spoker (Procon-Ten was 
a cable- operated system that, in the event of a crash, pulled the steering 
wheel towards the dash while simultaneously tightening the seatbelts). 

With plenty of room in the RS2 there’s no need to banish photographer 
Aston Parrott to a separate car, so he piles his camera equipment into 
the boot and we head off onto the Derbyshire roads. We’re heading for 
the highways and byways around Chatsworth because I rather like the 
idea of one great rallying estate hosting another. The RS2’s cabin feels 
wonderfully light and airy as we reach the nearby moorland. All-round 
visibility would hardly be better if we were in the top of a lighthouse. As 
we pass the majestic west fagade of Chatsworth House, viewed across 
impeccable rolling parkland that is kept trim by a herd of wandering 
sheep. I’m sorely tempted to just fulfil all my Quattro-based RAC Rally 
fantasies and dive off onto the grass to create a special stage between the 
trees, just as they did in the ’80s. 

I’m conscious, however, that despite it being 20 years since the RS2 
came to the UK, this car is barely run in. As a result I take it quietly for 


ON Am mu THE HS2 
AND ITS TOHSEN-BASED 
OUATTHO SYSTEM IS 
OOBBEB IN ITS SEBIIHITY 





Above: the 17-inch wheels, front 
indicators and curvy wing nnirrors 
were all Porsche parts. Left: fast 
and practical - the idea behind 
the RS2 was hugely appealing 20 
years ago and it’s one that Audi 
still runs with today. 


the first few kays, warming fluids through thoroughly, stretching things 
gradually and gently, like a runner going for a tentative first jog a few 
days after a marathon. The gearshift is certainly happy not to be rushed. 
The lever springs easily out of gear, giving it an initially very light action, 
but then you need to pause very slightly before pushing very deliberately 
through some resistance in order to slot it into the next ratio. 

The ride is interesting. A firmness over smaller bumps is immediately 
apparent and quite surprising for a car of this vintage. However, just as 
you’re getting accustomed to this and thinking it’s all going to be tightly 
controlled, a bend in the road pops up and reveals a goodly amount of 
body roll. The steering is relatively weighty, although it does lighten up a 
bit when you push on. Sadly, feel is noticeable only by its absence. 

We find a set of tightish corners and I go back and forth enthusiastically 
a few times while Aston wields his Nikon. The RS2’s grip really does feel 
unimpeachable even under fairly severe provocation with the throttle. 
It’s not a total understeer-fest as Audi-haters might have you believe, but 
equally it doesn’t feel like you’d ever get the car into that perfect window 
of mild- oversteer balance that the best all- wheel- drive performance 
cars excel at. Things might be different if the surface was wet or if you 
could throw a lot more speed at it on a circuit, but on a dry road the 
RS2 and its Torsen-based quattro system is dogged in its security. This 


actually becomes hugely impressive through faster corners, the whole 
car leaning more than expected but also displaying a tenacity that is 
bewildering given the tyres it’s on. Did I not mention the tyres? They’re 
Dunlop SP Sport 8000s in a 245/40 R17 fitment. Perhaps I should have 
added the word ‘original’ to that last sentence. Yes, these are the tyres 
that the car was delivered on. Understandable really - it would have 
been a pretty good effort to wear through them in 1900 kilometres. . . 

On the transmission tunnel is something that looks like it might 
enliven proceedings. On a graph-paper grid is drawn what even I can 
recognise as a pair of connected axles, with the word ‘Diff on the button 
below. Press it and you engage an electronic diff lock on the rear axle. 
However, before you get too excited, you are only meant to engage it at 
a standstill when you have found yourself in particularly slimy, sludgy, 
sandy or snowy conditions and might otherwise struggle to get moving. 
Trundle along above 25km/h and the lock will automatically disengage. 

There really isn’t much going on low down in the 2.2-litre engine’s rev 
range. It’s perfectly smooth and tractable; you just don’t go anywhere 
very quickly. The party starts to get going when someone brings the 
fruit punch out at SOOOrpm. It’s still not in full swing, but things are 
hotting up by 3500rpm when the emergency vodka stash is discovered. 
By 4000rpm everything is in total carpet-replacement territory. In other 
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Engine 2226cc in-line 5-cyl, dohc, 20v, turbo 
Power 235kW @ bOOOrpm 
Torque 410Nm (5) SOOOrpm 
Transmission Six-speed manual, all-wheel drive, torque-sensing centre diff 
Front suspension MacPherson struts, coil springs, dampers, anti-roll bar 
Rear suspension Torsion beam, coil springs, dampers, anti-roll bar 
Brakes Ventilated discs, 304mm front, 299mm rear 
Wheeis 17 x 7.0-inch front and rear 
Tyres 245/40 R17 front and rear 
Weight 1595kg 
Power-to-weight 147kW/tonne 
O-lOOkm/h 5.4sec (claimed) 
Top speed 262km/h (claimed) 
Price when new N/A in Australia 
Vaiuenow c$85,000 
On saie 1994-1996 


evo rating: 



Above: reflector strip 
joining the rear lights 
apes that of the 993 
911. Right: badge 
clearly marks this car 
out asa‘Renn’ (racing) 
version of the S2 and 
highlights the Audi- 
Porsche partnership. 


words, the RS2 has a very old-school turbocharged power delivery, and 
that certainly makes it exciting. 

You may recall the Autocar & Motor coverline that proclaimed ‘Quicker 
than a McLaren’ above a picture of a blue RS2 oversteering slightly 
(they had to resort to gravel to induce some attitude). A delve into the 
story revealed that the headline wasn’t exactly misleading, but Woking 
certainly wouldn’t have lost any sleep over the figures either. The RS2 
recorded a 0-30mph (48km/h) time of l.Ssec compared to the FI’s 
1.7, but that was the only winning increment. Still, mighty impressive. 
As was the 0-60mph (96.5km/h) time of 4.8sec, which made the 
RS2 faster than every contemporary Porsche bar the 911 Turbo. 
Interestingly, the official time of 5.4sec was conveniently slower than 
every contemporary Porsche. . . 

The idea of winding this particular RS2 up to about 4500rpm (I’m 
guessing, but you get a feel for these things) and sidestepping the clutch 
to get a O-lOOkm/h time is not appealing. Nonetheless, the in-gear 


performance is easily extracted and feels wonderfully strong. Third 
and fourth gears are where the engine seems to do its best work too, the 
forced-induction surge lasting long enough to impress and be enjoyed. 
Interestingly, it’s not until relatively high in the rev range that warbling 
vestiges of Audi’s distinctive five-cylinder soundtrack really come alive. 

The hugely long travel of the throttle pedal takes some getting used 
to. Most modern cars seem to require only the first third of the available 
travel to extract all their performance, but even by 1995 standards the 
RS2 requires a remarkably full extension of the right leg to wring the last 
from the engine. When you do reach the carpet, however, you feel very 
committed to the formidable acceleration you’ve summoned up. 

As we pass the fluoro-and-blue decals of a police car heading in 
the opposite direction. I’m reminded that the RS2 was apparently a 
favourite of the criminal underworld. Nick Mason’s car was pinched and 
used in an armed robbery, for example. It makes perfect sense really - 
lots of room for swag and more than enough poke to have a good go 
at outrunning the cops. Undesirables also purloined Dario Franchitti’s 
RS2, but his was put to use in a ram-raid on a jeweller’s. 

When I hand the RS2 back at the end of the day, I feel hugely privileged 
to have added a not insignificant percentage to this car’s total mileage. 
But as it is loaded back onto its transporter to head home. I’m juggling 
slightly mixed feelings about the car. The RS2 is very desirable and very 
cool, but there are no two ways about it: it’s just not quite as satisfying 
to drive as that PI moniker and the Porsche badges would lead you to 
hope. Every one of the RS2’s progeny, as we must surely view all RS4s, is 
better to drive. And yet I still love this very first RS. It oozes exclusivity 
and instils a lust in people that very few cars, and even fewer wagons, 
ever have. For that reason it will always remain a legend. Q 
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jlriythe/new Morgan 3, Wheeler 


‘, ,5’^': When last did you drive a three-wheeled car? 

^ Or one with a V-Twin air cooled engine? 

y ’ -'^ Or one with no doors? 

■/Ora timeless collectable new classic, built exactly the way you want it? 
One thing is for sure, it is hard to find a more exhilarating way of driving 
, To'find out more, please visit our website or send us an email. 



Morgan Cars Australia, Level 1, ZAGAME building, 362 Swan Street, Richmond, VIC 3121 
P: 03 9329 0344 E: chris@morgancars.com.au 
Please visit our website for more information, www.morgancars.com.au 




From 650S to Integrate, evo’s Fast Fleet is the 
biggest and most comprehensive long-term 
section in the business. This month... 


TOYOTA 86 GTS 

by Jesse Taylor 

Australia editor iStfH 

FORD FIESTA ST 

by Henry Catchpole 

Features editor 

DELTA INTEGRALE 

by Richard Lane 

Subeditor 

CATERHAM420R 

by Hunter Skipworth 

Website editor 

We farewell Toyota’s 
depreciation-proof sports car. 

Just mind your airbag 

Need aversatile, reasonably 
priced car with atouch of fun- 
factor? Buy a Fiesta ST 

One, brief taste of a Group 

A-spec integrale has Lane 
asking for a pay rise 

Evo’s web guy takes delivery 
ofthe420R we built. Well, 
partly built 

— 40 ^ 

McLaren 12C SPIDER 

bySSO 

Contributor Ittit 

PI &650S SPIDER 

bySSO 

Contributor ll^Sl 

FORD FOCUS RS 

by Richard Lane 

Subeditor 

SEATSTCUPRA280 

by Aston Parrot 

Photographer 

The Secret Supercar Owner 
must part with his daily driver 
so that he can make room for... 

...anew 650SandaPl.Fle 
insists it wasn’t a two-for-one 
deal 

With future track sessions in 
mind, the Focus is fitted with a 
new set of discs 

A flat in the pouring rain means 
a soggy tyre change for Parrot. 
Fiope he doesn’t do a Dickie 





VWG0LFGTIMK2 

by Aston Parrott 

Staff photographer 

MAZDA MX-5Mk1 

by Antony Ingram 

Staff writer 

Also on the evo fleet; 

Skoda Octavia vRS, Subaru 

WRX STi, McLaren 12C Spider, 

Ferrari Scuderia Spider 16M, 

Lamborghini Murcielago, 

Peugeot 106 Rallye, BMW 2002, 

Nissan GT-R, Lancia Delta 

Integrale, Renaultsport Clio 182 

Parrott proves that Allen keys 
have uses beyond assembling 
flat-packed furniture 

There’s a quick and relatively 
cheap fix for the Eunos’ flex 
and rattle 




ENDOFTERM 

Toyota 86 

Taylor’s Toyota 
departs the Fast Fleet 
after eight months but 
only 5000km 


0 contact@evomag.com.au O www.facebook.com/evoaustralia 
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TWO WEEKS AFTER OUR 
Toyota 86 departed the 
evo Australia Fast Fleet, 
my neighbour’s 86 was broken 
into. It was clearly a targeted theft 
as numerous valuables were left 
behind, while the midnight spares 
mechanics pinched the driver and 
passenger airbags. It turns out 
that in the wake of the enormous 
Takata airbag recall (approximately 
53 million cars globally and around 
660,000 in Australia) a cottage 
industry has sprung up to service 
people who do not want to wait 
months to have their potentially 
defective airbag replaced. To give 


you an idea of the scale of the issue, 
of the 33 million vehicles affected in 
the United States, fewer than 
4.5 million have been repaired 
since March. (Please note that 
the 86 isn’t among those models 
recalled, but apparently its airbags 
fit other models that are subject to 
the recall.) 

Thankfully, nothing so dramatic 
occurred during our entertaining 
eight months with the 86. Ours 
had a slow leak in the left rear tyre 
the morning it was due to play 
camera car on our shoot with Felix 
Baumgartner (evo Australia 021), but 
beyond that, it never missed a beat. 


Unfortunately, though, ours wasn’t 
handed back in the same pristine 
condition as when we collected it in 
December last year (with just 18km 
on the odometer). A few weeks 
before it was due back, I returned 
to the 86 to find a pile of rubbish 
against the passenger side. Turns 
out it was council clean-up day in 
Surry Fiills (home to evo Australia) 
and a huge stack of hard rubbish 
had ‘accidently’ fallen on the Toyota. 
A pedestal fan did most of the 
damage: two dents in the door and a 
gouge in the rear quarter panel. 

Beyond that, though, life with the 
little Toyota sports car was both 


easy and entertaining. It was used 
primarily as a daily hack, commuting 
short distances to school, shops and 
the office. In eight months with us, 
we managed to add only 4623km to 
the odometer. 

It twice breached the Blue 
^ Mountains to Sydney’s west, once 
I for a weekend in Bathurst and 
once to deliver me to a marathon in 
Orange. The 86’s biggest-ever trip 
was an 800km day trip to Cooma 
and back. Unfortunately, the 86 was 
never uncorked on a proper driving 
road and, as such, I feel I failed it. 

But reflecting on that thought, 

I’ve previously spent thousands 
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Toyota 86 GTS 





Ford Fiesta ST 

Currently unbeatable in the junior hot hatch arena, 
our Fiesta ST has seen off challenges from Renault, 
Peugeot, Mini and Audi. Here’s why we wiii miss it 


of kilometres driving an 86 in an 
environment and manner better 
suited to its sporting remit. All 
this commuter drudgery actually 
further tightened the bond I feel for 
the 86. You see, like a Porsche 911, 
the little Toyota has the ability to 
make even the most mundane trip 
sparkle with its engaging steering, 
chunky shift and feelsome brakes. 

The shift always required a 
decisive hand and you had to 
concentrate on your clutch and 
throttle inputs. These aren’t 
complaints: merely observations 
that you always need to drive the 
86. The only thing that genuinely 
irritated me about the 86 was its 
satnav, which was not intuitive to 
use and featured a cringe worthy, 
strident Australian accent. 

Even after nearly three years on 
sale in Australia, the 86 remains 
incredibly popular - to the end 
of August (the most recent data 
at the time of writing), 2087 
had been purchased in 2015. 

Since the model went on sale in 
late 2012, over 15,000 examples 


Above: The 86’s driving 
position is spot on, but 
with the seats so close 
to the ground, sonne 
passengers struggled 
with entry/egress. 

have found homes in Australia, 
a figure to which you can add a 
further 2000 Subaru BRZs. This 
enduring popularity ensured our 
low-kilometre 86 was largely 
depreciation proof. The cheapest 
86 we could find online was a 
71,000km, 2012 GT manual example 
offered for $24,990. Several dealer- 
demo MYIS GTS manuals matched 
our spec and odometer reading and 
were offered for $33,000. 

It will be missed. □ 

Jesse Taylor 


Date acquired 

December 2014 

Duration of test 

8 months 

Totaitestkm 

4623 

OveraiiL/IOOkm 

7.9 

Costs 

$0 

Purchase price 

$35,990 

Trade-in vaiue 

C$33,000 

Depreciation 

C$2990 


0 LET’S PRETEND FOR A 
minute that I’ve lost my 
job -kicked out of the 
world of motoring journalism after 
a murky fracas with far reaching 
implications involving the boss 
of VW, a magnesium wheel and a 
Ginsters pasty. Apart from causing 
the evo mailbag to bulge like a 
bag tank with CVs and covering 
letters, my departure means that I 
will have to buy some wheels (not 
the magnesium kind for obvious 
reasons) to get around in. 

Let’s assume that this purchase 
has to be new and reasonably 
priced. I don’t have any dogs or 
children, but I do like to carry a 


bicycle or two around the country 
with me and occasionally even 
some rally car gubbins, so I need 
a little bit of practicality. My 
new job as a rep for a gumboot 
manufacturer means that I need 
to cover plenty of kilometres, 
frequently down twisting lanes 
to the remoter areas where you 
can often buy such mud-plugging 
footwear. I’m not merely munching 
motorway kays. 

On the face of it there is a 
plethora of cars that could fulfil my 
need: 208 GTi, 86, Golf, perhaps 
even a warm BMW or Audi if funds 
would permit. But after a year in 
EJ14 URN, the car I’d go for, the one 
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Ford Fiesta ST 



I’d spend my own money on, would 
undoubtedly be a Fiesta ST. 

URNie, as those in the office who 
iike to give cars names inevitabiy 
christened the Fiesta, was top 
UK spec. This meant a standard 
equipment iist ionger than most 
Ashes tests. There was Biuetooth, 
DAB radio, satnav, heated seats, 
a heated windscreen, ciimate 
controi, Recaros, cruise controi, 
auto headiights, auto wipers, auto 
dimming rear-view mirror, powerfoid 
door mirrors, keyiess entry and 
a USB connection. You foiks in 
Austraiia actuaiiy get most of that 
as standard on your STs, minus the 
heated seats and windscreen, DAB 
radio and satnav. 

The iatter isn’t avaiiabie for you 
at aii and that’s a shame, because 
it’s actuaiiy very good. It accepted 
full postcodes and the mapping, 
aithough simpie, was ciear. Ease of 
use and ciarity of navigation were 
not piaudits that couid be heaped 
upon the audio system, however. 

I iike Sony, I have a teievision and 
a camera made by the trusted 


Japanese giant, but the radio in the 
Fiesta has to be one of the most 
unfathomabie pieces of technoiogy 
I have ever done battie with. 
Submenu upon submenu ieft me in 
a maze of frequencies out of which 
the myriad buttons seemed unabie 
to guide me. Once I found a station 
it was imperative that I saved it as a 
preset, otherwise I might never find 
the channei again. 

On the subject of things that 
couid potentiaiiy irritate, I’ii mention 
just two other things. Firstiy, the ride 
was firm. Every time I returned to the 
ST after an absence I was surprised 
how stiffiy sprung it feit. However, I 
was equaiiy surprised by how quickiy 
I aiways got used to it again and then 
feit perfectiy comfortabie even on 
iong journeys. The second issue was 
aiso to do with comfort - the seats. 

I ioved them. Apart from being set 
a touch too high, they heid me in aii 
the right piaces, warmed the cookies 
on a winter’s morn and generaiiy 
did a spiendid job. I wasn’t aione in 
my satisfaction either, but others 
hated them. Jethro Bovingdon said 


the headrests tickied the back of his 
hair and photographer Dean Smith 
compiained even more than usuai 
about his back. Try before you buy. 

Nobody couid ever compiain 
about the Ford’s fuei consumption. 

A consistent L/lOOkm average in the 
mid sevens was remarkabie given 
the eagerness of the 1.6-iitre turbo 
and the subsequent thrashings it 
wouid receive. I aiso treated the 
ST to superunieaded when I couid, 
as the engine seemed to respond 
weii to it and gain a iittie more 
aggression. 

Of course, the other thing that 
gave the engine more oomph was 
the UK-oniy Mountune upgrade, 
which iifted power from 134 to 
158kW and was fitted at around 
the same time as the ST’s oniy 
service. The resuits were subtie, but 
effective - 1 think it’s something to 
have done after you’ve run the car in 
standard trim for a whiie, just so you 
appreciate the improvement. 

I aiso changed the tyres severai 
times, and aithough a set of 
ContiSportContact 5s undoubtediy 


gave the Fiesta more grip, I feit 
the siightiy iess adhesive OE 
Bridgestones were more in keeping 
with the piayf ui character of the car. 
Meanwhiie, the winter-spec Pireiii 
Sottozeros I briefiy ran were grippier 
than expected. 

At the end of the day what reaiiy 
made the Fiesta ST such a joyous 
thing to iive with was that every 
journey was fun. Of course it wouid 
three-wheei and iift-off oversteer 
iike a good ’un, but you didn’t have to 
be doing iudicrous speeds to extract 
some briiiiance from the chassis or 
appreciate the ioveiy gearshift. 

I hope I’m not about to lose my 
job, but if I do get into iii-advised 
fisticuffs at ieast I know I’ii stiii be 
abie to afford a truiy briiiiant car. □ 
Henry Catchpole 

Date acquired July 2014 


Duration of test 14 months 


Totaitestkm 

35,520 

Overall L/IOOkm 

lA 

Costs 

$4238.27 

Purchase price 

$25,990 

Trade-in vaiue 

C$22,000 

Depreciation 

$3990 
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Lancia 

Delta 

Integrale 

Every owner of a 
homologation model 
wonders what their car 
might feel like let off the 
lead. Integrale-driver 
Lane gets to find out 


(D 


DOLLED UP IN 1992 
Lombard RAC Rally livery, 
Nick Bartlett’s Lancia 
Integrale Evo looks, well, mind- 
blowlngly cool. But here’s the thing: 
it isn’t some stickered wannabe. 
Neither is it a shed-spec rally 
convert. Nope. I’ve schlepped to 
Cheshire because this car is perhaps 
the finest works replica of its kind, 
having been built with no shortage 
of expertise, obsession and, for want 
of a better word, cash. 

Gorging on my attention like a 
black hole, it’s parked outside a long 
outhouse that serves as a workshop 


for Bartlett and Derek Ingram. 

The latter’s knowledge of these 
fearsome machines dates from 
his days as a dealership mechanic, 
and his aptitude for Lancia-based 
problem solving is formidable. 
Bartlett, meanwhile, is a successful 
lawyer whose hobby is - wait for 
it - optimising Integrales for rally or 
road use. Long story short, I’m about 
to experience what a full-blown 
Group A car feels like in comparison 
to my homologated version. Excited? 
Somewhat. 

But first the detail. The chassis 
is the real deal, being seam-welded 
and upgraded to full Abarth Group A 
Evolution spec using a factory- 
supplied 28-plate kit and wide-arch 
panels. Under the shell it gets better 
still. Without the obligation to 
accede to competition regulations 
and with modern technology at his 
disposal, Bartlett has been able to 
tastefully uprate almost everything 
while respecting the blueprint. 
There’s a new four-cylinder block 
with forged pistons and con- 
rods, an improved crankshaft, 
racing camshafts, ported heads, 
bespoke pistons and valves, and a 
modified turbo. 

That last item is a Garrett GT30 
mapped to deliver 2.2bar (yes, 
that’s absolute pressure) and aided 


by two Lotus Esprit 300 Sport 
chargecoolers welded together in 
place of an intercooler. Torque is sent 
through a five-speed Tran-X manual 
gearbox with shorter, homologated 
I ratios to a central Ferguson diff. 

I From there it’s distributed to fancy 
plated limited-slip diffs from ZF 
on each axle. Finally, and indeed 
bringing about much of the engine’s 
power, is a straight-through Group A 
exhaust of three-inch bore. 

Keeping the show on the road are 
rare triple-rate Bilstein coilovers set 
in tarmac configuration, while AP 
Racing brakes sit behind each of the 
spotless Speedline wheels. 

The changes have transformed 
an already squat and snouty 
machine into something that seems 
indestructible and goes like... Well, 

I’ll soon find out, but it’s not exactly 
going to be slow. Not with 373kW and 
a 542Nm umbrella of thrust between 
3600 and 6400rpm. 

It’s a sunny, tepid day but a 
flash shower has left an unnerving 
sheen of moisture on the road. 
Flaving convoyed to the foot of the 
Florseshoe Pass, Bartlett’s son Will 
is now guarding my own Integrale in 
a pub car park while the so-called 
adults head out with nothing but 
a set of cold Toyo R888s and a 
roll-cage for security. Am I scared? 


I No. Uneasy? A smidge. This car 
i might be getting on for $190,000 in 
material parts, but it’s the emotional 
investment slathered into every 
nook and cranny of its being that’s a 
little intimidating. 

What’s more, from the nonchalant 
I way Bartlett proffers me the Kevlar 
driver’s-side Recaro, I can tell he has 
no idea I’m about to lose my rally car 
I virginity. And the driving position is a 
million miles from that of a standard 
Integrale. Knees pointing slightly 
upwards, the suede steering wheel 
feels awkwardly high at first, almost 
eye-level, although the pedal box 
is a comfortable stretch away. The 
Motec digital dash is also a peach, 
and I can see the rev-limiter set just 
shy of an 8000rpm redline. 

Five clicks of a Sabelt harness. The 
soft snick of a fuel pump toggle to 
prime the bomb. Ignition. It’s loud, so 
shatteringly loud we have to shout at 
each other through impish grins. The 
unprocessed noise is recognisably 
Integrale, although equal-length 
tubing on the exhaust manifold 
lends it a more uniform tone than my 
car. The flywheel spins with so little 
inertia that toeing the throttle sees 
the revs rocket up then plummet in 
a heartbeat. Bartlett politely resists 
the urge to shout even more loudly 
as I stall the car not once but twice. 
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Lancia Delta Integrale 


Caterham Seven 420R 




Caterham Seven 420R 

Web editor Skipworth is seiected to take 
deiivery of evo’s twice-buiit British sports car 


Left: rally rules capped 
power at 224kW, yet 
most Group A ’Grales 
still possessed 272kW. 
This car (parked beside 
Lane’s own Lancia) 
boasts a handy 373kW 
and weighs just 1100kg. 


and then we’re away in a barrage 
of revs, screaming camshafts and 
biow-off-vaivewhistie. 

Justiikeinmy car, visibiiity 
is panoramic, but thanks to 
a meiange of trepidation and 
unfamiiiarity, this car feeis 
enormous, spreading its girth 
across the road, as if the box 
arches are casting a shadow over 
each painted white iine. Hardiy 
heiping matters is the frigid rubber, 
which feeis wooden, and more 
than once an individuai rear tyre 
spins up fieetingiy. We’re not going 
to get a chance to iean on the 
chassis today, methinks. 

Boot it hard on a straight and 
the experience is more Porsche 
GTS RS than eight-vaive hot hatch. 
At first the oniy sensation of note 
is the noise, which is immediateiy 
painfuiiy rowdy. Expiosive motion 
arrives not iong after, at around 
3500rpm, when the torque 
finaiiy curis its fingers around 
the driveiine. It’s a spine-tingiing 
moment and the Integraie begins 
to take carnivorous bites out of the 
onrushing road. That waii of torque 
is every singie bit as extreme in 
reaiity as it sounded on paper. 

The tiny portion of insight as to 
the expioits of Kankkunen, Biasion 
and Aien that this car is indeiibiy 


This car isn't some 
stickered wannabe, 
it's perhaps the 
finest works repiica 
integraie of its kind 

imprinting onto my conscious is 
humbiing. What a terrifying, crazy 
thing it wouid have been to race 
this ugiy-beautifui weapon across 
Kenya, Corsica, and indeed the UK. 
Let me rephrase that: what utter 
missiles these cars must have been 
in those hands. 

Bartiett offers me a drive in 
his Integraie Evo road car before 
we wrap things up. Obviousiy, 

I accept. The Monza Red 1992 
exampie has been stoked to 
276kW yet feeis factory fresh. 

It’s a reveiation, the chassis 
performing in tempo with the 
variabies of engine power and 
road surface. Remarkabiy, there 
isn’t even the hint of a rattie as 
we thunder down a B-road at an 
appreciabie speed. 

Within just a few kaysl know 
that this is the ioveiiest car I’ve 
ever driven, which aged 26 isn’t 
saying much. And yet it’s proof 
that pedigrees, at ieast, can iearn 
new tricks. These things are simpiy 
unbeatabie.D 

Richard Lane (@_rlane _) 

Date acquired August 2013 
Total km 142,993 

Km this month 589 

Costs this month $0 

L/lOOkm this month 11.2 


m TO SAY I WAS EXCITED 

about coiiecting evo’s new 
420R from Caterham’s HQ 
in Crawiey is an understatement: 
after aii, it’s not often that we get 
to drive away in a machine that we 
buiit ourseives. Aithough perhaps I 
shouid darify exactiy what I mean 
by the term ‘buiit’... 

For most peopie in the UK who 
order their Seven in kit form, that 
means assembiing parts, starting 
up the engine and heading out onto 
the open road. For us, and this is 
important, buiiding a Caterham 
aiso inciuded the moment when the 
entire front end was taken apart 
and put back together again by 
professionais. 

Even so, being handed the 
owner’s manuai and watching on as 
the covers were iifted off the car feit 
hugeiy speciai. Not ieast because, 
when seen f uiiy assembied, our 
chosen spec is seriousiy impressive. 
The Lunar Grey paintjob is perfectiy 
offset by the daygio green ‘7’ on 
the front griiie, whiie the evo iogos 
stitched into the headrests are the 
icing on the cake. 

As for aii the carbonfibre we 
decided to option, it iooks briiiiant, 
particuiariy on the dash, where it 
takes the piace of the traditionai 
vinyi-wrapped panei that has 


aiways feit iike the most vintage 
part of any Caterham. 

This car has got a tough iife 
ahead of it. In fact it’s already been 
at the mercy of Jethro Bovingdon at 
one of our track evenings, and that 
was when it was barely even run in! 
Moreover, every man and his dog 
at evo Towers is keen to put some 
miles on the Seven, which of course 
is unsurprising given its tantalising 
recipe for performance. 

But in some ways it’s a shame 
that the build phase of our 420R is 
now over. Admittedly, it didn’t all 
go to plan for us, but speccing and 
attempting to put together a car 
is about as involved as you can get 
with something new. We all played 
some part in bringing our Caterham 
to life and for that I think we feel 
even more attached to the thing 
than we might otherwise. 

That said, knowing that the 
front-end won’t now fall to pieces 
mid-corner will probably help us 
enjoy driving it all the more. □ 
Hunter Skipworth 
(@HunterSkipworth) 

Date acquired August 2015 
Total km 2953 

Km this month 2953 

Costs this month $350 (service) 
L/lOOkm this month 7.2 
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ENDOFTERM H 

McLaren 

12C Spider 

After almost a year 
together, the SSO says 
goodbye to his third, 
and probably last, 12C 

THE END CAME SUDDENLY 
and was not expected. 

The 12C Spider had been 
dropped off for its first annuai 
service a few days before the caii 
came. The basic message: a car with 
the spec you have been iooking for is 
coming in next week. Detaiis and an 
offer sheet have been emaiied. 

I was at an airport, so scampered 
to a spot with Wi-Fi and downioaded 
aii the detaiis. Two phone caiis iater, 
a deai was done and the Spider 
was history. This was in iine with a 


strange trend that I seem to have 
deveioped: parting with cars whiie 
they are off being serviced. It started 
with the Ferrari F50, continued with 
the Jaguar XJR-15, and has now been 
repeated with the Spider. 

I have now owned three 12Cs: one 
coupe and two Spiders. The coupe 
was a 2012 car, the right-hand-drive 
Spider a 2013 and the ieft-hand- 
drive Spider a 2014. In terms of build 
quality, they got better every year, 
with the iast car definiteiy the best. 
The oniy issue I had with it was one 
minor sensor that faiied, and it was 
repiaced in iess than an hour. The 
other two both had more than one 
unpianned trip back to a deaiership 
to have niggies sorted. Other than 
that sensor, the 2014 12C was 
compieteiy reiiabie and weii up to 
the task of being used daiiy. 

In fact, as a daily driver it was 
briiiiant. Idrove it in rain, sun, 
biistering, brain-boiiing sun, and on 
freezing roads. It never put a foot 
wrong, and on slippery roads the use 
of Winter mode kept the rear firmiy 
pianted. With the nose iift depioyed. 



it couid handie speed bumps and seats and one had ieather and 
badiy angied driveways without ‘Space’ fabric. I definiteiy preferred 

scraping. The car got ieft in the the iater as it is a bit cooier and 

garage on a battery conditioner for hoids you better when you push the 

weeks at a time but aiways started car hard. The oniy other difference 

on the first prod of the button. between the three was the ‘swipe’ 

Fuei consumption was very door handies on the coupe. Whiie 

reasonabie and there were no other theoreticaiiy a very cooi feature, 
costs. Not even a drop of oii was I was never abie to master the 

used. As the car was both purchased technique and aimost aiways used 
and soid in muiti-car deais, it’s the key fob to open the doors, 

difficuit to give an exact depreciation It feels like I have now ciosed my 
figure, but typicaiiy you’d be iooking McLaren 12C era. If I had to drive 
at around $50k on a car iike this. from New York to Miami, or London 

Each of the 12Cs I’ve owned has to Rome, I would not have a single 

had a slightly different spec. The concern about taking a 12C Spider. It 

coupe was fitted with ceramic has the abiiity to handie everything 

brakes and the other two had thrown at it effortiessiy. As a daiiy 

cast-iron discs. Whiie the iatter are driver my iast one was briiiiant, and 
exceiient, I did prefer the ceramics as made the start and end of each day 

they were briiiiant on the autobahn. a bit more speciai. □ 

The first two 12Cs had IRIS vl fitted Secret Supercar Owner 
originaiiy and it was about as usefui (@SupercarOwner) 
as a brick. The IRIS v2 that came with 

the 2014 Spider (and which I had Dateacquired ^ugust 2014 

retrofitted to the 2013 Spider) was Duration of test Tl months 

a significant step forward - aibeit Totaltest km 2542 

from a very iow base. Overall L/lOOkm ]5J 

Two of the 12Cs had fuii ieather Costs ^ 
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McLaren PI & 650S Spider 




0 TOSTART WITH I WOULD 
like to dispel the rumours 
that the 650S Spider came 
as a gift with the purchase of - or 
was part of a buy-one-get-one-free 
deai on - the PI. Whiie I did hint that 
either wouid be highiy appreciated, I 
was poiiteiy informed that McLaren’s 
trading approach is very different to 
Aidi’s. In fact these two acquisitions 
were not directiy reiated and it was 
oniy a coincidence that their deiiveries 
aimost overiapped. The Spider arrived 
first: the PI 10 days iater. 

As my new daiiy driver, in the 
first three weeks of ownership the 
650S has aiready accumuiated a 
third of the miieage I put on my 
oid 12C Spider in a fuii year. A short 
road-trip in week two was the 
perfect opportunity to spend some 
extended quaiity time in it. 

Compared to the 12C the ride is 
definiteiy more compiiant on poor 


surfaces, but it’s the increase in 
torque that stands out most. In 
the 12C, if I was just cruising on the 
highway at roughiy the speed iimit, 

I wouid aiways do so in sixth gear, 
as seventh ieft you with no power 
to acceierate. In the 650S, you 
can cruise in seventh and the car 
wiii pick up the pace quickiy with 
a jab of your right foot. With the 
massive ceramic rotors, braking feeis 
siightiy improved. Turn-in is aiso a 
bit sharper. Do I think the 650S is a 
step-change over the 12C? No, but it 
is a soiid evoiution that improves in a 
number of key areas. 

Uniike the deiivery handover of 
the 650S Spider, which was basicaiiy 
‘Here are the keys. You probabiy 
know the car as weii as we do,’ taking 
deiivery of the PI was an extended 
educationai process. Whiie the 
generai iayout and controis are 
famiiiar McLaren, there are a number 



McLaren PI & 650S Spider 

SSO replaces his McLaren 12C Spicier with a newer, 
faster 650S Spicier. And a 673kW PI hypercar 


of new buttons and settings to iearn. 
Schooi on howto activate Race 
mode, DRS, IPAS, E-mode and raise 
or iower the rear wing iasted about 
30 minutes before we moved on to 
setting up the battery charger. The 
charger is massive and must weigh 
at ieast 10kg. It connects to a port 
under a flap on the left-hand side 
of the roof. Keeping the batteries 
fuiiy charged is criticai. If the PI is 
not being driven for more than a few 
days, it needs to be on the charger. If 
the batteries go fiat, repiacement is 
needed at a cost north of $50,000. 

Uniike other hypercars I’ve owned, 
the PI is not intimidating to drive 
at first. It feels quite compact, the 
sightiines are exceiient and it’s 
easy to piace on the road. After my 
Koenigsegg CCR and Ferrari F40, the 
cacophony of noises happening right 
behind me feeis reassuringiy famiiiar. 

The PI is hard, brutai and more 


race than road car. However, 
with the push of a few buttons it 
manages to be far more civiiised 
than any other car I have driven in 
this category. Of the kiiometres I’ve 
done so far, half have been on the 
highway just so I couid start to get a 
feeiing for 673kW. First impressions? 
The PI is in a ieague of its own. 

I’ve only put 50 kilometres on the 
PI. A software upgrade was issued 
as I took deiivery, so it’s gone back to 
the iocai McLaren service centre to 
have its IQ increased. Once it’s back 
I have a short road-trip pianned and 
then I’m aiming to get it out on the 
track by the end of October. □ 
Secret Supercar Owner 

Date acquired July 2015 
Total km 209 (PI), 1014 (650$) 

Km this month 50 (PI), 933 (650$) 
Costs this month $0 
L/IOOkm this month 18.8 (PI), 16.6 (650$) 
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I Volkswagen GolfGTIMk2 


VW 

Golf GTI 

Allen key to hand, Parrott 
gets to grips with the 
GTI’s new suspension 

RECENTLY MY WEEKENDS 
have been very chaotic, 
what with moving into a 
new abode and catching fiights to 
and from photoshoots in far-fiung 
piaces. It all meant that when I finally 


had a free weekend I only wanted to 
do one thing - drive the GTI. 

As it happened, evo managing 
editor Stuart Gallagher had recently 
told me about a nice drive to the 
Hare, Just outside Chelmsford. The 
pub holds a car meet on the first 
weekend of every month and serves 
a tasty full English breakfast too, so 
on the first Saturday morning of last 
month I set out with my dad. 

Afterashort blast up the 
motorway we hit open country 
B-roads, which was my first real 
chance to feel how the GTI’s new ST 
XTA coilovers handle rough British 
roads. To my delight they were 
superb, offering up lots of feedback 


through the steering wheel and 
dramatically less body roll than my 
previous setup. The Golf’s front 
axle also now seems to better 
resist deflection from potholes and 
tramlines. 

The drive down was immense, and 
so was the selection of cars at the 
Hare: we arrived to see a Ferrari 458 
Speciale, TVR Sagaris and an Aston 
Martin Vanquish, among others. 

While at the pub I took the 
opportunity to play with the damper 
settings of the GTI’s new suspension, 
as I felt the front end could be a 
little pointier in corners. That meant 
inserting an Allen key into the top 
of the coilovers and softening the - 



fronts by a few clicks (there are 
19 clicks overall). The process is 
pleasantly straightforward. 

Now, I realise that there may be 
an element of placebo effect at work 
here, but during the drive back the 
GTI seemed to find more purchase 
on turn-in, with the rear rotating 
more easily when I really chucked 
the car into a bend. Time for some 
more experimentation. □ 

Aston Parrott (@AstonParrott) 

Date acquired April 2012 
Total km 283,436 
Km this month 338 
Costs this month $0 
L/IOOkm this month 9.8 



SEAT Leon ST Cupra 280 



SEAT Leon ST 
Cupra 280 

evo’s Staff photographer 
endures tyre woes 

AS IF HAVING TO SHOOT 
the new Evora 400 on the 
wettest day imaginable 
(see page 52) then driving home 
on half-flooded motorways on a 
Friday night was not bad enough, 
the Cupra’s warning light suddenly 
appeared with the message: ‘Check 
offside rear tyre pressure.’ 

Great. I decided the safest thing 
to do was to carry on driving until I 
found a service station, but within 
five minutes I started to feel the 
vibrations associated with a flat 
tyre, so I pulled over onto the hard 


shoulder and got out to have a look. 
The tyre was visibly low. By the time 
I had retrieved the wheel brace. Jack 
and locking nut key, it was as flat as 
a pancake. 

Torrential rain was now starting 
to flood the drain next to me so I 
wanted to sort things out quickly. 
Annoyingly, the SEAT has black 
plastic caps over the wheel bolts, 
which are a right pain to remove 
in the wet. Eventually, though, the 
wheel was off and the spacesaver 
fitted. As no man on this planet has 
ever looked at the manual before 
changing a wheel, I hoped that 
the SpaceSaver wouldn’t grind on 
the caliper, as happened to Dickie 
Meaden on his Renault Megane 
(evo Australia 25). Thankfully there 
was plenty of clearance and I was 
soon on my way home - at a top 
speed of 80km/h. 


Once home I checked the other 
tyres and was surprised to see an 
unusual amount of wear on one 
of the four grooves on the front 
tyres. The erosion looked more in 
keeping with camber wear and I 
am now interested to see what 
SEAT makes of it. The Cupra has 
done fewer than 13,000km and the 
Bridgestone Potenzas have generally 
been a nice match for the car’s 


performance. Fast tyre wear can be 
eye-wateringly expensive, however, 
so I’m keen to get to the bottom 
of this. □ 

Aston Parrott (@AstonParrott) 

Date acquired May 2015 
Total km 12,875 

Km this month 2699 

Costs this month $0 

L/IOOkm this month 8.6 
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Ford Focus RS 


Ford Focus RS 

New brakes for our fast 
Ford as Lane chases 
better fade resistance 

i I WITH NEW DISCS AND 
w pads, at least one of the 
^ ^ two current areas of 

concern on the Focus has been 
seen to this month. Unfortunately 
the exhaust’s broken rear hanger 
and subsequent bongo drum 
soundtrack is still a source of 
frustration, but I’m pleased to say a 
fix is on the way. 

Now, the new brake hardware. 
There’s nothing wrong with the 
standard Brembo setup, which 
includes 325mm discs at the front. 
It’s a joyous bit of over-engineering 
responsible for one of the car’s 
best traits - the ability to vaporise 
colossal momentum quickly and 
accurately. And yet when it came 
to replacement, an innate desire to 
tinker led me to consider different 
options. Executed properly, things 
could only get better, right? 

Perhaps: perhaps not. Given 
that in factory spec the car stops 
from lOOkm/h in the same distance 
as the lighter, more generously 
tyred Alfa 4C, you could argue 



that the standard hardware 
provides as much stopping power 
as can be reasonably expected 
without resorting to trick rubber 
or suspension. Certainly on public 
roads the only occasion you’d need 
quite so much stopping power would 
be in a bona fide emergency. 

What made up my mind was 
that a couple of fairly relaxed track 
outings at Bedford Autodrome 
had yielded vibration from thermal 
distortion and significantly 


lengthened pedal travel after Just 
a few laps, so there clearly were 
limitations to the OE products. 

In the end I plumped for EBC’s 
‘bladed’ BSD discs with Yellowstuff 
pads, which on paper should be 
easy to modulate while offering 
greater fade resistance. The firm 
has also given me the opportunity 
to try some pre-production braided 
brake lines, which seem to have 
nicely raised the bite point without 
sacrificing any feel at all. 


I’ve only recently picked up the RS 
so everything’s still bedding in. My 
hunch, however, is that this rotor/ 
pad combination is going to perform 
at least as well as the impressive 
standard items do. □ 

Richard Lane (@_rlane _) 

Date acquired January 2015 
Total km 114,368 

Km this month 982 

Costs this month $1331 (discs, pads) 

L/IOOkm this month 10.6 


Mazda MX-SMkl 



Mazda MX-5 

Ingram finds a way to 
make his car more rigid 

m THUD. TAKAKAKAKAKAKA 
thud. Bvvvvt takakakaka 
thud. Thud-ud-ud-ud. 
There are times, as I commute to 
and from the office, that I wonder 
if cattle tracks on the Mongolian 
steppe aren’t better surfaced than 
the roads around here. 

Few cars truly smother the ripples 
and holes, but my Eunos is worse 
than most. I suspect some of its 
torsional stiffness has departed over 
the last two decades, contributing 
to the cacophony. Mitigating the 
flex has recently become an all- 
consuming pursuit. You could make 
an Ariel Atom from the various bits 


of tubing available to counteract 
MX-5 floppiness, but during this hunt 
I discovered Garage Star. 

The California firm sells various 
ancillary items for the Miata - 
brackets, dress-up kits, decals 
and similar. It also sells Delrin door 
bushings. Standard rubber bushings 
help locate the door when it closes 
and prevent it from rattling around 
in the frame as the body flexes, but 
they’re easily compressed and often 
lose their shape over time. Delrin 
is a tough thermoplastic used to 
make, among other things, knife 
handles, ski bindings and plectrums. 
When machined to tight tolerances 
and used to replace the standard 
door blocks, they do something 
remarkable. They help stiffen the 
MX-5’s chassis. 

By forming a closer fit with the 
door, they use it as a chassis brace. 


going some way to closing up the 
big gap in the structure that doors 
unfortunately create. Even more 
remarkably, they actually work. No, 
they aren’t as effective as yards of 
metal bolted to the car’s hard points, 
but at a stroke the little blocks 
have eliminated most of the car’s 
rattles. They’ve even stopped some 
squeaks and shudders I didn’t even 
realise existed - until they became 
conspicuous by their absence. 


Would I recommend them? 
Absolutely. In fact. I’d call them 
essential - the next must-have step 
after new tyres and an alignment on 
a newly bought MX-5. □ 

Antony Ingram (@evoAntony) 

Date acquired February 2015 
Total km 149,619 

Km this month 1561 

Costs this month $95 (door bushings) 

L/IOOkm this month 8.2 
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Knowiedge 


Ratings 


Database 

Thrill-free zone ★ Tepid ★★ Interesting ★★★ Seriously good ★★★★ Atruly great car ★★★★★ 


Superminis / Hot Hatches 



Our Choice 

Volkswagen Golf R. A flagship Golf to get really excited about, 
the new R offers immense pace and a truly engaging driving 
experience in a compromise-free package with class and quality 
aplenty. Cake both possessed and consumed. 



Best of the Rest 

BMW’s M135i feels like a bargain at $70K, and it’s rear-wheel drive 
too, of course. At less than half the money, the Ford Fiesta ST (left) 
is an absolute riot, as is the mental Mercedes A45 AMG. Benz’s 
latest weapon packs 265kW from just 2.0 litres. 
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Alfa Romeo Mito 

$25,200 

4/1368 

125/5500 

250/2500 

1145kg 

109 

7.5 

219 

6.0 

+ Great MultlAIr engine. Impressive ride - Not as feisty as we hoped 

irkirirk 

Alfa Romeo Glulletta Cloverleaf 

$39,150 

4/1742 

173/5500 

340/1900 

1320kg 

179 

6.8 

240 

7.6 

+ Shows signs of deep talent... - ...but should be more exciting 


Audi A1 1.4 TFSI Sport 

$42,500 

4/1390 

136/6200 

250/2000 

1190kg 

155 

7.0 

227 

5.9 

+ Audi’s Mini rival Is an accomplished thing - But not a hugely fun one 

kkkkit 

Audi S3 

$59,900 

4/1984 

206/5100 

380/1800 

1455kg 

142 

4.9 

250 

6.9 

+ Very fast, very effective, very... err, quality - The VW Golf R Is a touch more exciting 

irkirkk: 

BMW 1251 

$46,100 

4/1997 

160/5000 

310/1350 

1345kg 

119 

6.4 

250 

6.6 

+ Performance, price, running costs - Dull four-pot soundtrack 

kkkkk 

BMW M135I 

$68,400 

6/2979 

235/5800 

450/1300 

1425kg 

165 

5.1 

250 

8.0 

+ Great fun, storming engine, playful chassis - Not a looker 

irkirkk: 

Citroen DS3 Dsport 

$29,990 

4/1598 

115/6000 

240/1400 

1165kg 

99 

7.2 

214 

6.7 

+ First fun Citroen In ages - Petrolheads might find It too ‘designed’ 

irkirkir 

Flat 500 Abarth Esseesse 

$38,990 

4/1368 

118/5750 

230/3000 

1035kg 

114 

7.4 

210 

6.5 

+ Tough but cute looks - Price buys lots of hotter hatches 

kkkkk 

Ford Fiesta ST 

$25,990 

4/1596 

134/6000 

240/1600 

1197kg 

112 

6.9 

220 

6.2 

+ Chassis, price, punchy performance - Firm ride but little else 

irkirkkr 

Ford Focus ST 

$38,290 

4/1999 

184/5500 

‘360/1750“ 

1362kg 

135 

6.4 

248 

- 

+ Cracking hot hatch. Good value, too - There’s a bit of torque-steer 

kkkkk 

Ford Focus RS500 

‘09-7/ 

5/2522 

257/6500 

460/2300 

1467kg 

175 

5.9 

262 

- 

+ Fluge performance, highly capable fwd chassis - It could be the last RS... 

kkkkk 

Mazda 3 MRS 

$39,490 

4/2261 

190/5500 

380/3000 

1385kg 

137 

6.5 

250 

9.9 

+ Quick, eager and very good value - Not on the radar of most buyers 

kkkkk 

Mercedes-Benz A250 

$49,900 

4/1991 

155/5500 

350/1200 

1445kg 

108 

6.6 

240 

6.6 

+ Mercedes builds a proper hot hatch - But denies It a manual gearbox 

kkkkk 

Mercedes-Benz A45 AMG 

$74,900 

4/1991 

265/6000 

450/2250 

1480kg 

179 

4.5 

270 

6.9 

+ Fastest, most powerful hatch ever made - Very firm ride 

kkkkk 

Mini Coopers 

$40,500 

4/1598 

135/5500 

240/1600 

1140kg 

118 

7.2 

228 

5.8 

+ New engine, Mini quality - Lacks old car’s direct front end 

kkkkk 

Mini John Cooper Works 

$49,200 

4/1598 

155/6000 

280/2000 

1130kg 

137 

6.5 

238 

6.9 

+ A seriously rapid Mini - Occaslonallyjust a little unruly 

kkkkk 

Mini John Cooper Works Coupe 

$52,600 

4/1598 

155/6000 

280/2000 

1165kg 

133 

6.5 

240 

7.1 

+ The usual raucous Mini JCW experience - But with a questionable ‘helmet’ roof... 

kkkkk 

Mini John Cooper Works GP 

$56,900 

4/1598 

160/6000 

280/2000 

1140kg 

140 

6.3 

241 

7.1 

+ Brazenly hyperactive - Too much for some roads and some tastes. 

kkkkk 

Nissan Juke NIsmo 

n/a 

4/1598 

147/6000 

250/2400 

1293kg 

114 

7.8 

216 

6.9 

+ More than the sum of Its parts - Juke Is coming to Oz, but maybe not the NIsmo version 

kkkkk 

Peugeot 208 GTI 

$29,990 

4/1598 

147/5800 

275/1700 

1133kg 

130 

6.8 

230 

5.9 

+ Supple suspension an playful chassis - Some ergonomic Issues 

kkkkk 

Renaultsport Clio 200 Turbo 

$29,290 

4/1618 

147/60 00 

250/1750 

1204kg 

122 

6.7 

230 


+ Faster, more refined, easier to drive - We miss the revvy atmo engine and manual ’box 

kkkkk 

Renaultsport Clio 200 Cup 

'09-13 

4/1998 

147/7100 

215/5400 

1281kg 

115 

7.2 

227 

8.2 

+ The hot Clio at its best - Why the long face? 

kkkkk 

Renaultsport Megane 265 Cup 

$42,640 

4/1998 

195/5500 

360/3000 

1375kg 

142 

6.0 

250 

8.2 

+ Standard RS Megane gets same power as Trophy; chassis still superb - Not a lot 

kkkkk 

Renaultsport Megane 265 Trophee 

$47,140 

4/1998 

195/5500 

360/3000 

1375kg 

142 

6.0 

250 

8.2 

+ Hot Megane gets more power and fwd Ring record - A pricey upgrade 

kkkkk 

Skoda FablavRS 

$27,990 

4/1390 

132/6200 

250/2000 

1253kg 

105 

7.3 

224 

6.2 

+ Well priced, well made, with great engine and DSG ‘box - Dull steering 

kkkkk 

Skoda OctavlavRS 

$37,490 

4/1998 

147/5100 

280/1700 

1460kg 

101 

7.3 

240 

7.7 

+ Drives like a GTI, a bit cheaper and more practical - Interior quality doesn't match VW 

kkkkk 

Suzuki Swift Sport 

$23,990 

4/1586 

100/6900 

160/4400 

1060kg 

94 

8.7 

195 

6.5 

+ The Swift’s still a great pocket rocket - But It’s lost a little adjustability 

kkkkk 

VW Polo GTI 

$27,790 

4/1390 

132/6200 

250/2000 

1189kg 

111 

7.0 

228 

6.1 

+ Modern-day Mkl Golf GTI gets twin-clutch DSG - It’s a little bit bland 

kkkkk 

VW Golf GTI (MkVIl) 

$41,990 

4/1984 

162/4700 

350/1500 

1354kg 

120 

6.5 

246 

7.2 

+ More refined and faster than the MkVI - Still doesn't thrill like a Megane 

kkkkk 

VW Golf GTI (MkVI) 

’09-’l3 

4/1984 

155/5300 

280/1700 

1360kg 

114 

6.9 

238 

7.7 

+ Still a very accomplished hot hatch -Not as fun as a Megane RS 

kkkkk 

VW Golf GTI Edition 35 

'12-13 

4/1984 

173/5500 

300/2200 

1318kg 

179 

6.5 

248 

8.1 

+ MkVI GTI gets the power it craves - Expensive compared to the standard car 

kkkkk 

VW Golf R (MkVI) 

'10-13 

4/1984 

188/6000 

330/2500 

1476kg 

127 

5.9 

250 

8.7 

+ Great engine, tremendous pace and poise - High price, ACC only optional 

kkkkk 

VW Golf GTI (MkV) 

'05-'09 

4/1984 

147/5100 

280/1800 

1336kg 

no 

6.7 

233 

- 

+ Character and ability: the original GTI is back - Lacking firepower? 

kkkkk 

VWGolfR32(MkV) 

'06-'09 

6/3189 

184/6300 

320/2500 

1510kg 

122 

5.8 

250 

10.7 

+ Traction's great and you'll love the soundtrack - We'd still have a GTI 

kkkkk 

VWGolfR32(MklV) 

'02-'04 

6/3189 

177/6250 

320/2800 

1477kg 

120 

6.4 

248 

11.5 

+ Charismatic- Boomy engine can be tiresome 

kkkkk 

VW Golf GTI 16v(Mkll) 

'88-'92 

4/1781 

100/6100 

168/4600 

1111kg 

93 

8.0 

200 

9.8 

+ Arguably the best all-round Golf GTI ever- We'd be splitting hairs 

kkkkk 

VW Golf GTI (Mkl) 

'82-'84 

4/1781 

83/5800 

148/3500 

840kg 

99 

8.1 

180 

7.8 

+ The car that started it all- Tricky to find an unmolested one 

kkkkk 

Volvo C30 T5R-Design 

'08-'12 

5/2521 

169/5000 

320/1500 

1469kg 

113 

6.7 

240 

8.7 

+ Good-looking, desirable Volvo -Lacks edge of best hatches 

kkkkk 


Sedans /wagons / 4x4s 


Our Choice 

Mercedes-Benz E63 S. The facelifted E63 S looks better and, 
with a 430kW, 800Nm version of AMG’s twin-turbo 5.5-litre V8, 
it goes even harder than before. It’ll nail lOOkm/h in 4.2 seconds, 
cruise in comfort or tear up a mountain pass. And it sounds terrific. 
Best big sedan ever made. 




Best of the Rest 

Audi’s RS6 Avant runs the E63 S close and is the practical choice. 
Twin-turbo 4.0-litre V8 has great throttle response and eight- 
speed auto is brilliant. Want something smaller? Try Merc’s C63 
sedan or wagon (and coupe). Last of the line 507 Edition models 
have arrived as a swansong to the atmo 6.2-litre V8. 


Aston Martin Rapide 

$371,300 

12/5935 

350/6000 

600/5000 

1950kg 

179 

5.2 

306 

14.9 

+ Performance, soundtrack, looks - Rear room Is absorb. Brakes lack bite 

kkkkk 

Audi A4 2.0 TFSI quattro 

$61,700 

4/1984 

155/4300 

350/1500 

1530kg 

101 

6.5 

246 

6.8 

+ A good match for Its German foes - No longer any naturally aspirated options 

kkkkk 

AudlS4 

$120,400 

6/2995 

245/5500 

440/2900 

1705kg 

144 

5.0 

250 

8.1 

+ Seriously rapid, sounds good - Too subtle for some, RS4 overshadows It 

kkkkk 

Audi RS4 Avant (Mk3) 

$149,400 

8/4163 

331/8250 

430/4000 

1795kg 

184 

4.6 

250 

10.7 

+ Looks, value, quality, noise, balance - Harsh ride, unnatural steering 

kkkkk 

AudiRS4(Mk2) 

'06-'08 

8/4163 

309/7800 

430/5500 

1650kg 

194 

4.5 

250 

13.5 

+ A leap on for fastAudis, superb engine - Busy under braking 

kkkkk 

Audi RS4 Avant (Mk2) 

'07-08 

8/4163 

309/7800 

430/5500 

1710kg 

183 

4.9 

250 

13.5 

+ Screaming V8 - Everyone thinking you're married with kids 

kkkkk 

AudiRS4 (Mkl) 

'00-02 

6/2671 

280/6100 

440/2500 

1620kg 

163 

4.9 

274 

16.6 

+ Effortless pace - Lacks finesse. 

kkkkk 

AudiRS2 

'94-95 

5/2226 

235/6500 

410/3000 

1595kg 

150 

5.0 

262 

15.7 

+ Storming performance (thanks to Porsche) - Try finding one 

kkkkk 

AudiRS6 

$225,000 

8/3993 

412/5700 

700/1750 

1935kg 

213 

3.9 

305 

9.8 

+ Sounds great, stunning acceleration and grip - Slightly inert steering 

kkkkk 

AudiRS6 

'08-T0 

10/4991 

426/6250 

650/1500 

1985kg 

218 

4.5 

250 

13.9 

+ Looks and drives better than estate version - M5 still looks tempting 

kkkkk 

Audi RS6 Avant 

'08-10 

10/4991 

427/6250 

650/1500 

2025kg 

214 

4.6 

250 

14.0 

+ The world's most powerful wagon - Power isn't everything 

kkkkk 

Audi RS6 Avant 

'02-'04 

8/4172 

331/5700 

560/1950 

1865kg 

180 

4.9 

250 

14.6 

+ Amazing V8 rumble, point-to-point ability- Numb steering 

kkkkk 

AudlS6 

$168,900 

8/3993 

309/5000 

550/1400 

1885kg 

164 

4.6 

250 

9.6 

+ The ultimate Q-car- A little too Q? 

kkkkk 

AudlS7 

$179,900 

8/3993 

309/5000 

550/1400 

1945kg 

159 

4.7 

250 

9.6 

+ Looks and drives better than S6 It’s based on - Costs a bomb more 

kkkkk 

AudlS8 

n/a 

8/3993 

383/5800 

650/1700 

1975kg 

194 

4.2 

250 

10.2 

+ Quicker and much more economical than before - But still underwhelming to drive 

kkkkk 

AudiSQ5 

$89,400 

6/2967 

230/3900 

650/1450 

1880kg 

122 

5.2 

250 

6.8 

+ Performance, economy, comfort - Steering lacks feel 

kkkkk 
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Entries in italics are for cars no longer on sale. 

Weight is the car’s kerb weight as quoted by the 
manufacturer. kW/tonne is the power-to-weight 
ratio based on manufacturer’s kerb weight. O-lOOkm/h figures in 
bold are independently recorded, all other performance figures are 
manufacturers’ claims. IVlOOkm is the official ADR81/02 combined 
cycle figure or international equivalent. 


Sedans /wagons / 4x4s Continued 


Car 

Price 

as 


E 

z 

.29 

1 

o 

6 

Q. 

|2 

o 

s 

evo rating 


Bentley Continental Flying Spur 

$374,634 

12/5998 

460/6000 

800/2000 

2475kg 

166 

4.6 

322 

16.6 

+ Performance, wonderful interior - Flave you seen petrol prices? 


Bentley Mulsanne 

$662,857 

mibi 

377/4200 

1020/1750 

2585kg 

146 

5.3 

296 

16.9 

+ Drives like a modern Bentley should - Shame it doesn’t look like one too 

irkirHz 

BMW328i 

$65,900 

4imi 

180/5000 

350/1250 

1455kg 

124 

5.9 

210 

6.3 

+ New-age four-pot 328i is great all-rounder - We miss the six-cylinder soundtrack 

★★★★"A" 

BMW335i 

$91,400 

6/2979 

225/5800 

400/1500 

1520kg 

148 

5.5 

250 

7.2 

+ Great engine, fine handling, good value - Steering confuses weight with feel 

irkirkix 

BMWM3(E90) 

'08-11 

8/3999 

309/8300 

400/3900 

1605kg 

193 

4.9 

250 

12.4 

Every bit as good as the M3 coupe - No carbon roof 

★★★★★ 

BMWM3CRT(E90) 

'11-'12 

8/4361 

331/8300 

440/3750 

1580kg 

285 

4.4 

290 

12.7 

+ Sedan chassis + weight savings + GTS engine = bestE90 M3 -Just 67 were made 

★★★★★ 

BMW 335iM Sport (E90) 

'05-'ll 

6/2979 

225/5800 

400/1500 

1535kg 

147 

5.8 

250 

9.6 

+ Stunning drivetrain, controiied chassis - Looks a bit steady 


BMW528i 

$98,200 

4/1997 

180/5000 

350/1250 

1610kg 

112 

6.3 

250 

6.8 

+ Four-pot 528 is downsizing near its best - You’ll miss the straight-six sound effects 

irkirirk 

BMW535i 

$115,600 

6/2979 

225/5800 

400/1200 

1700kg 

132 

5.9 

250 

8.4 

+ New 5-series impresses... - But only with all the chassis options ticked 

irkirkk: 

BMWM5(F10M) 

$229,145 

8/4395 

423/6000 

680/1500 

1870kg 

220 

4.4 

250 

9.9 

+ Twin-turbocharging suits all-new M5 well - Can feel heavy at times 

★★★★★ 

BMWM5(E60) 

’04-10 

10/4999 

373/7750 

520/6100 

1755kg 

289 

4.7 

250 

14.8 

+ Screaming VIO, great chassis - SMG gearbox feels old-tech 

irkirkiz 

BMWM5(E39) 

’99-03 

8/4941 

294/6600 

500/3800 

1795kg 

223 

5.5 

250 

13.9 

+ Magnificent V8-engined super sedan- We’d be nit-picking 

★ ★★★★ 

BMWM5(E34) 

’92-’96 

6/3795 

250/6900 

400/4750 

1653kg 

209 

6.1 

250 

16.5 

+ The Godfather of super sedans- The family can come too 

★★★★★ 

BMWM5(E28) 

’86-’88 

6/3453 

210/6500 

340/4500 

1431kg 

200 

6.1 

251 

- 

+ Look what it started- Understated looks 

★ ★★★★ 

BMWXSMSOd 

$147,000 

6/2993 

280/4000 

740/2000 

2190kg 

128 

5.4 

250 

7.5 

+ Triple turbo has heaps of shove - Do you really need that in an SUV? 

★★★★☆ 

BMWX6xDrive50i 

$150,400 

8/4395 

300/5500 

600/1750 

2190kg 

137 

5.4 

250 

12.5 

+ Stunningly good to drive - Will you want to be seen arriving? 

irkirkk: 

BMWX6M 

$190,900 

8/4395 

408/6000 

680/1500 

2305kg 

177 

4.7 

250 

13.9 

+ Fast and with physics-defying handling - But it definitely lacks the M factor 

irkirfrk 

Chrysler 300CSRT8 Core 

$56,000 

8/6410 

347/6100 

631/4150 

1983kg 

175 

4.8 

250 

13.0 

+ Stripper model offers incredible value - Is it too bare? 

irkirk^ 

Chrysler 300CSRT8 

$66,000 

8/6410 

347/6100 

631/4150 

1983kg 

175 

4.8 

250 

13.0 

+ Refined and very fast - Still not a proper sports sedan 

irkirkk: 

Ford Mondeo 2.0 Eco Boost Titanium 

$44,990 

4/1999 

149/6000 

300/1750 

1581kg 

94 

7.6 

238 

8.0 

+ Terrific chassis, sweet engine - interior feels dated next to Mazda 6 

irkirk^ 

Ford Falcon XR6T 

$46,235 

6/3983 

270/5250 

533/2000 

1694kg 

159 

5.0 

250 

12.0 

+ Performance car bargain - its 2016 demise weighs heavily on buyer's minds 

irkirkix 

FPVF6 

$64,390 

6/3983 

310/5500 

565/1950 

1805kg 

172 

4.9 

250 

12.3 

+ Jet-like thrust from turbo six - Chassis barely contains the power 

kkkkk 

FPVGT 

$70,790 

8/4951 

335/5750 

570/2200 

1822kg 

184 

4.9 

250 

13.6 

+ Fabulous supercharged V8 - Styling isn't subtle 

irkirkk: 

Flolden Commodore SSV 

$45,490 

8/5967 

270/5600 

530/4400 

1745kg 

155 

5.5 

250 

11.5 

+ Great value and strong performance - Generic styling 

irkirkir 

HSVCIubsport 

$60,990 

8/6162 

317/6000 ' 

550/4600 

1792kg 

177 

5.0 

250 

- 

+ Carry over engine, imporved refinement - Lacks equipment next to SSV 

irkirk^ 

HSVCIubsportRBSV 

$76,285 

8/6162 

340/6000 

570/4600 

1764kg 

193 

4.9 

250 

- 

+ SV engine option and lightweight wheels - Styling isn't subtle 

kkkkk 

HSVGTS 

$92,990 

8/6162 

430/5250 

740/200 

1800kg 

239 

4.4 

250 

- 

+ Monster grunt from supercharged Chev LSA V8 - Supercar scare, anyone? 

kkkkk 

Infiniti M37S 

$97,900 

6/3696 

235/7000 

360/5200 

1765kg 

133 

6.2 

250 

10.2 

+ Stands out from the crowd - Not as involving as some rivals 

irkirkk: 

Jaguar XF 3.0 V6 Supercharged 

$95,295 

b/2995 

250/6500 

450/3500 

1695kg 

147 

5.9 

250 

9.8 

+ Fast, comfortable, refined - Bland engine, poor economy compared to diesel V6 

irkirirk 

Jaguar XFR 

$189,545 

8/5000 

346/6000 

575/2000 

1800kg 

192 

4.9 

250 

12.2 

+ Brilliant blend of pace and refinement - Doesn’t sound as special as it is 

kkkkk 

Jaguar XFR-S 

$222,545 

8/5000 

404/6500 

680/2500 

1912kg 

211 

4.6 

300 

- 

+ Strong engine, superb auto gearbox, supple susension - Styling is a bit overt 

kkkkk 

Jaguar XJ Supersport 

$319,645 

8/5000 

375/6000 

625/2500 

1795kg 

209 

4.9 

250 

9.6 

+ Superb handling, monster performance - Opinion-dividing looks 

kkkkk 

Lamborghini LM002 

’86-’89 

12/5167 

335/6800 

500/4500 

2700kg 

124 

7.8 

210 

- 

+ Craziest 4x4 ever, Countach V12- Craziest 4x4 ever... 

kkkkk 

Lexus IS-F 

$126,300 

8/4969 

311/6600 

505/5200 

1714kg 

181 

4.7 

270 

11.4 

+ Shockingly good Lexus - The M3’s available as a (second hand) four-door too 

kkkkk 

Maserati QuattroporteS 

$250,000 

8/4691 

316/7000 

490/4750 

1990kg 

157 

5.4 

280 

15.7 

+ Finally, a QP with more power - Grille is a bit Flannibal Lecter 

kkkkk 

Maserati Q'porte Sport GTS 

$298,800 

8/4691 

331/7000 

510/4750 

1990kg 

166 

5.0 

287 

15.7 

+ The most stylish sedan in the world - Slightly wooden brakes, unforgiving ride 

kkkkk 

Mercedes-Benz C63 AMG 

$154,900 

8/6208 

336/6800 

600/5000 

1730kg 

194 

4.4 

250 

12.0 

+ Monstrous pace and extremely engaging - M3’s just a little better... 

kkkkk 

Mercedes-Benz C63 AMG Edition 507 

$169,407 

8/6208 

373/6800 

610/5200 

1730kg 

216 

4.2 

280 

12.0 

+ Flarder-edged and faster than regular C63 - Rear suspension a touch firm 

kkkkk 

Mercedes-Benz C55 AMG 

’04-’08 

8/5439 

269/5750 

510/4000 

1635kg 

164 

5.2 

250 

11.9 

+ Euriouslyfast, commendabiy discreet -Overshadowed by M3 and RS4 

kkkkk 

Mercedes-Benz E63 AMG S 

$249,900 

8/5461 

430/5550 

800/1750 

1845kg 

233 

4.2 

250 

10.0 

+ Engine is a monster but chassis is a match for it - Seats could be more supportive 

kkkkk 

Mercedes-Benz E63 AMG 

'06-'09 

8/6208 

378/6800 

630/5200 

1840kg 

280 

4.5 

250 

14.3 

+ Brilliant engine, indulgent chassis - Vague steering, speed limits 

kkkkk 

Mercedes-Benz E55 AMG 

’03-’06 

8/5439 

350/6100 

700/2650 

1835kg 

271 

4.7 

250 

12.9 

+ M5-humbling grunt, cosseting ride - Speed limits 

kkkkk 

Mercedes-Benz E55AMG 

’98-’02 

8/5439 

260/5500 

530/3000 

1642kg 

219 

5.7 

250 

12.1 

+ Dragster disguised as a limo- Tyre bills 

kkkkk 

Mercedes-Benz S63 AMG 

$392,400 

8/5461 

400/5500 

800/2000 

2120kg 

192 

4.5 

250 

10.6 

+ Massive torque, massively reduced emissions - Massive car 

kkkkk 

Mercedes-Benz S65 AMG 

$498,700 

12/5980 

450/4750 

1000/2000 

2260kg 

203 

4.4 

250 

14.3 

+ God’s own supersedan - Unholy price and thirst 

kkkkk 

Mercedes-Benz CLS63 AMG 

$263,000 

8/5461 

386/5250 

700/1700 

1870kg 

210 

4.4 

250 

10.0 

+ Monster performance - Not as desirable as a (more expensive) Bentley or Aston 

kkkkk 

Mercedes-Benz ML63 AMG 

$179,400 

8/5461 

386/5250 

700/1750 

2345kg 

232 

4.8 

250 

11.8 

+ Great engine, surprisingly good dynamics - $180K almost buys a Boxster and an ML350... 

kkkkk 

Mercedes-Benz G63 AMG 

$216,730 

8/5461 

400/5500 

760/2000 

2475kg 

220 

5.4 

210 

13.8 

+ It exists; epic soundtrack - Ancient chassis, silly price 

kkkkk 

Mercedes-Benz G55 AMG 

’04-’12 

8/5439 

350/6100 

700/2750 

2580kg 

190 

5.5 

210 

15.9 

+ Thuggishness, anti-style statement- It’s a bit silly 

kkkkk 

Mitsubishi EvoX 

$56,990 

4/1998 

217/6500 

407/3500 

1590kg 

185 

4.7 

250 

10.8 

+ Evo gets twin-clutch transmission - Not as exciting as it used to be 

kkkkk 

Mitsubishi Evo VI Makinen Edition 

'OO-'Ol 

4/1997 

206/6500 

373/2750 

1365kg 

205 

5.0 

241 

- 

+ Our favourite Evo - Subtle it is not 

kkkkk 

Porsche PanameraS 

$287,100 

8/4806 

294/6500 

500/3500 

1770kg 

226 

5.6 

285 

12.5 

+ Great cabin and typically fine Porsche chassis - Only a mother could love its looks 

kkkkk 

Porsche Panamera GTS 

$318,300 

8/4806 

316/6700 

520/3500 

1920kg 

228 

4.5 

288 

10.7 

+ Sharper chassis; more urgent and vocal V8 - A BMW M5 is $90K less... 

kkkkk 

Porsche Panamera Turbo 

$382,400 

8/4806 

368/6000 

700/2250 

1970kg 

254 

4.2 

303 

11.5 

+ Fast, refined and dynamically sound - It still leaves us cold 

kkkkk 

Porsche Panamera Turbos 

$443,600 

8/4806 

405/6000 

800/2250 

1995kg 

276 

3.8 

306 

11.5 

+ Pace, excellent ergonomics - Steering feel, ride 

kkkkk 

Porsche Cayenne GTS 

$150,400 

8/4806 

309/6500 

515/3500 

2085kg 

202 

5.7 

261 

10.7 

+ Dynamically the best SUV on sale - At two tons, it’s still no sports car 

kkkkk 

Porsche Cayenne Turbo 

■ $222,100 

8/4806 

368/6000 

700/2250 

2170kg 

231 

4.7 

278 

11.5 

+ Greener, faster, better - Odd rear styling, numb steering 

kkkkk 

Range Rover Evoque Coupe Si4 

$61,395 

4/1999 

177/5500 

340/1750 

1670kg 

144 

7.6 

217 

8.7 

+ Striking looks, sporting dynamics - Flefty price, and petrol version is auto-only 

kkkkk 

Range Rover Sport V8 Supercharged 

$161,000 

8/5000 

375/6000 

625/2000 

2590kg 

200 

6.2 

225 

14.9 

+ Thumpingly fast and hugely comfortable - It’s no Cayenne in the corners 

kkkkk 

Range Rover SDV8 

n/a 

8/4367 

250/3500 

700/1750 

2360kg 

144 

6.9 

217 

8.7 

+ Lighter, more capable, even more luxurious - Diesel V6 model feels more alert 

kkkkk 

Range Rover V8 Supercharged 

’09-’12 

8/5000 

375/6000 

625/2000 

2330kg 

189 

5.4 

225 

14.9 

+ East, comfortable, luxurious- Big, heavy, thirsty 

kkkkk 

Rolls-Royce Ghost 

$645,000 

12/6592 

420/5250 

780/1500 

2435kg 

235 

4.9 

250 

13.6 

+ More sporting, more affordable Rolls-Royce - But it still costs $650K 

kkkkk 

Rolls-Royce Phantom 

$855,000 

12/6749 

338/5350 

720/3500 

2650kg 

181 

5.9 

240 

14.8 

+ Rolls reinvented for the 21st Century - The roads are barely big enough 

kkkkk 

Subaru WRXSTI 

$59,990 

4/2457 

221/6000 

407/4000 

1515kg 

200 

5.2 

255 

10.5 

+ Still a point-to-point weapon - Merc's A45 AMG is close on price 

kkkkk 

Subaru Impreza 22B 

’98-99 

4/2212 

206/6000 

363/3200 

1270kg 

220 

5.3 

248 

11.2 

+ On paper, the ultimate- On the road, too uncompromising 

kkkkk 

Volvo S60 Polestar 

$99,950 

6/2953 

257/5700 

500/2800 

1684kg 

153 

4.9 

250 

10.2 

+ Capable of very swift, smooth progress - Could be a bit more fun 

kkkkk 



Noble Ml 2 GTO/M400 


Years 2000-2007 Engine 2544cc V6, twin- 
turbo Power 231kW @ bOOOrpm 
Torque 430Nm @ 3500rpm 

0-100knn/h4.2sec Top speed 265km/h 
(spec is for M12GTO) 



WHY WOULD YOU? 

They may have been a bit rough around the edges, 
but these Lee Noble-era Nobles had real balls and 
real ability. They are mid-engined British sports 
cars with the performance and handling to stand 
toe-to-toe with a Porsche GTS. 

WHAT TO PAY 

We know of only two in Australia and neither has 
changed hands for a while. 


WHAT TO LOOK OUT FOR 

Rubber parts can be stressed by excess heat, so 
check all hoses and bushes are crack-free and 
pliable. The top balljoint bushes wear out quite 
quickly and should be inspected at every service. 
Check the chassis for bent tubes that suggest 
accident damage. Damp carpets could be water 
getting in through a joint at the edge of the floor - 
al2-hour]obto re-seal. 
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Sports Cars / Convertibles 



Our Choice 

Audi RSSpyder. The Spyder boasts supercar looks, 
presence and performance, yet you really could drive one 
every day. And while the VlO-englned car makes the more 
spine-tingling noise, the lighter and even more agile V8 
version gets our vote. 



Best of the Rest 

The mkS Porsche BoxsterS Is a brilliant all-rounder, while the 
Lotus Exige S Roadster counters with a more focused driving 
experience. Jaguar’s F-type also Impresses In both V6 S (left) 
and V8 S forms. Mazda’s MX-5 Is best for budget rear-drive fun, 
but for the ultimate thrills, get a Caterham 620R or Ariel Atom. 


Car 

Price 

Engine 

cyi/cc 

E 

Q. 

1 

Nm/rpm 

Weight 

kW/tonne 

E 

o 

o 

o 

Top speed 

E 

o 

o 

s 

evo rating 


Aston Martin V8 Vantage Roadster 

$260,000 

8/4735 

313/7000 

470/5750 

1710kg 

183 

4.9 

290 

13.8 

+ Sportiest, cooiest drop-top Aston in years - Lacks reai teeth 

irkirkic 

Aston Martin Vantage S Roadster 

$280,600 

8/4735 

321/7300 

490/5000 

1690kg 

190 

4.6 

305 

12.9 

+ Sounds amazing, iooks even better - Stiii not the best drop-top in its ciass 

irkirkir 

Aston Martin V12 Vantage Roadster 

$431,561 

12/5935 

380/6500 

570/5750 

1760kg 

216 

4.5 

306 

16.4 

+ As good as the coupe, with ampiified V12 rumbie - Just a smidgen shakier 

irkirkit 

Aston Martin DB9 Voiante 

$380,500 

12/5935 

380/6500 

620/5500 

1815kg 

210 

4.6 

295 

14.3 

+ Consummate cruiser and capabie when pushed - Roof-up wind noise 

irkirkiz 

Aston Martin DBS Voiante 

n/a 

12/5935 

380/6500 

570/5750 

1810kg 

210 

4.3 

305 

15.5 

! A feeigood car pa r exceiience - It’s a bit of a heavyweight 

krkirkit 

Audi TTS Roadster 

$102,800 

4/1984 

200/6000 

350/2500 

1455kg 

187 

5.6 

250 

8.2 

+ Effortlessly quick - Long-term appeal open to question; not cheap either 

krkirkit 

AudiTT RS Roadster 

n/a 

5/2480 

265/5400 

465/1650 

1510kg 

225 

4.4 

280 

9.1 

+ Terrific engine... - ...is the best thing about it 

irkirirk 

AudiSSCabrioiet 

$146,000 

6/2995 

245/5500 

440/2900 

1875kg 

178 

5.4 

250 

8.5 

+ Gets the S4’s trick supercharged engine - Bordering on dull 

irkirk^ 

AudiRSS Cabrioiet 

n/a 

8/4163 

331/8250 

430/4000 

1920kg 

235 

4.9 

250 

10.7 

+ Pace, looks, interior, naturally aspirated V8 - Not the last word in fun or involvement 

irkirkk: 

Audi R8 Spyder V8 

$308,400 

8/4163 

316/7900 

430/4500 

1660kg 

259 

4.8 

300 

14.4 

Dynamically outstanding, sounds terrific - VIO sounds even better 

kkkkk 

Audi R8 Spyder VIO 

$395,800 

10/5204 

386/8000 

530/6500 

1720kg 

183 

3.8 

311 

14.9 

+ Looks and sounds sensational - It’s the most expensive Audi ever 

kkkkk 

Bentiey Continentai GTC V8 

$449,500 

8/3933 

373/6000 

660/1700 

2470kg 

151 

5.0 

301 

10.9 

+ Still arguably the world’s best topless GT - Still no sports car 

irkirkit 

BMWZ4sDrive20i(Mk2) 

$79,900 

4/1997 

135/5000 

270/1250 

1470kg 

92 

6.9 

232 

6.8 

+ The Z4 has grown up... - ...and got fat 

irkirkit 

BMWZ4sDrive35i(Mk2) 

$119,900 

6/2979 

250/5900 

500/1500 

1505kg 

166 

4.8 

250 

9.0 

+ As above, with more power - Not as much fun as it used to be 

irkirkir 

BMW Z4 M Roadster 

'06-'09 

6/3246 

252/7900 

365/4900 

1410kg 

178 

5.0 

250 

12.1 

+ Exhilarating and characterful, that engine -Stiff suspension 

irkirkic 

BMWMRoadster 

V8-’02 

6/3246 

236/7400 

350/3250 

1375kg 

171 

5.4 

250 

11.1 

+ Fresh-alrM3, that motor, hunky looks -M Coupe drives better 

irkirkir 

BMW335i 

$112,900 

mm 

225/5800 

500/1300 

1735kg 

130 

5.8 

250 

8.8 

+ Looks good, great to drive, fantastic engine - A bit shaky 

irkirkic 

BMW M3Convertibie(E93) 

$173,450 

8/3999 

309/8300 

400/3900 

1810kg 

171 

5.3 

250 

12.7 

+ M DCT transmission, pace, slick roof - Extra weight blunts the edge 

krkirkic 

BMWZ8 

’00-’03 

8/4941 

294/6600 

500/3800 

1585kg 

185 

4.7 

250 

14.5 

+ M5-powered super-sportster- M5’smore fun to drive 

irkirkiz 

Caterham Seven Ciassic 

n/a 

4/1397 

78/6000 

129/5000 

540kg 

144 

6.8 

Ml 

- 

+ The Caterham experience starts here - It’s pretty raw 

irkirkic 

Caterham Seven Roadsport SV 120 

$69,990 

4/1596 

85/6000 

155/4150 

675kg 

126 

6.0 

190 

6.2 

+ New Ford-engined model is just great - Bigger drivers need SV model 

irkirkiz 

Caterham Seven Roadsport SV 175 

$84,990 

4/1999 

127/7200 

177/60 00 

675kg 

188 

4.9 

208 

8.2 

+ T/reCaterham for everyday use - Loses intensity of R300 

irkirkir 

Caterham Seven CSR 175 

$89,990 

4/1999 

127/7200 

177/6000 

700kg 

181 

5.0 

208 

8.2 

+ Focused dynamics, more than enough performance - The usual Caterham downsides 

irkirkiz 

Caterham Seven Supersport 

n/a 

4/1595 

104/6900 

163/5790 

520kg 

200 

4.9 

193 

- 

+ One of the best Caterhams - You can build it yourself 

kkkkk 

Caterham Seven Supersport R 

n/a 

4/1999 

134/7300 

194/6100 

535kg 

250 

4.8 

209 

- 

+ The best road-and-track Seven yet - Impractical, noisy, uncomfortable 

kkkkk 

Caterham Seven 485 

$108,990 

4/1999 

177/8500 

206/6300 

675kg 

262 

3.4 

240 

7.7 

+ Hits lOOkm/h in 3.4sec and feels even faster - Will shock those coming out of a Boxster 

kkkkk 

Caterham Seven CSR 260 Superiight 

n/a 

4/2261 

191/7500 

271/6200 

565kg 

338 

3.2 

250 

- 

+ Brilliant for high days, holidays and trackdays - Wet Wednesdays 

irkirkit 

Ferrari CaiiforniaT 

$409,888 

8/3855 

412/7500 

755/4750 

1729kg 

238 

3.6 

315 

10.5 

+ A brilliant GT with an impressive turbo engine - doesn't engage like other Ferraris 

irkirkiz 

Jaguar F-Type V6 

$138,645 

6/2995 

250/6500 

450/3500 

1597kg 

157 

5.3 

260 

9.0 

+ Supercharged V6 sounds great - lots of expensive options 

irkkrk^ 

Jaguar F-Type V6 S 

$171,045 

6/2995 

280/6500 

460/3500 

1614kg 

173 

4.9 

275 

9.1 

+ The sweet spot of the F-Type range - most supercars have more boot space 

kkkkk 

Jaguar F-Type V8 S 

$201,945 

8/5000 

364/6500 

625/2500 

1665kg 

219 

4.3 

300 

11.1 

+ V8 punches hard but chassis doesn't sparkle - Starting to get pricey 

irkirkir 

Jaguar XK 5.0 

$213,000 

8/5000 

283/6500 

515/3500 

1621kg 

175 

5.6 

250 

11.2 

+ Basic XK gets extra power... - ...but loses some of its GT refinement 

irkirkit 

Jaguar XKR 

$233,000 

8/5000 

375/6000 

625/2500 

1725kg 

217 

4.8 

250 

12.3 

+ Gains Jag’s fantastic new V8 - Loses sporting ground to its main foes 

irkirkir 

Jaguar XKR-S 

$299,000 

8/5000 

404/6000 

680/2500 

1725kg 

234 

4.4 

300 

12.3 

+ Loud and mad; most exciting Jag in years - It’s also the most expensive in years 

kkkkk 

Lotus Eiise 1.6 

$67,990 

4/1598 

100/6800 

160/4400 

876kg 

114 

6.5 

204 

6.3 

+ New 1.6 Eiise is light and fantastic - Smaller engine could put some off 

kkkkk 

Lotus EiiseS 

$79,990 

4/1798 

162/6800 

250/4600 

924kg 

175 

4.6 

234 

7.5 

+ New supercharged Eiise boasts epic grip and pace -Pricey) options 

kkkkk 

Maserati GranCabrio 

$328,000 

8/4691 

324/7000 

490/4750 

1980kg 

164 

5.5 

283 

15.4 

+ As good to drive as it is to look at - Lacks the grunt of some rivals 

kkkirk 

Maserati GranCabrio Sport 

$338,000 

8/4691 

331/7000 

510/4750 

1980kg 

167 

5.2 

285 

14.5 

+ Looks, performance, cruising ability - Brakes could be sharper 

kkkkk 

Mazda MX-5 2.0 

$47,280 

4/1999 

118/7000 

188/5000 

1173kg 

101 

7.6 

213 

8.1 

+ Handles brilliantly again - Less than macho image 

kkkkk 

Mercedes-Benz SLK350 

$118,595 

6/3498 

225/6500 

370/3500 

1465kg 

154 

5.6 

250 

8.3 

+ Best non-AMG SLK yet - Still no Boxster-beater 

kkkkk 

Mercedes-Benz SLK55 AMG 

$154,690 

8/5461 

310/6800 

540/4500 

1690kg 

183 

4.6 

250 

8.5 

+ AMG SLK is quicker and more economical than ever - Should be sharper, though 

kkkkk 

Mercedes-Benz SLK55AMG Black 

'07-'08 

8/5439 

295/5750 

520/3750 

1495kg 

197 

4.5 

280 

12.2 

+ AMG gets serious - Dull-witted 7G-Tronlc auto box, uneven dynamics 

kkkkk 

Mercedes-Benz SL500 

$304,145 

8/4663 

320/5250 

700/1800 

1785kg 

179 

4.6 

250 

9.4 

+ Wafty performance, beautifully engineered - Lacks ultimate sports car feel 

kkkkk 

Mercedes-Benz SL63 AMG 

$381,145 

8/5461 

395/5500 

800/2000 

1785kg 

221 

4.3 

250 

10.1 

+ Monster performance, lighter than before - Still heavy, steering lacks consistency 

kkkkk 

Mercedes-Benz SLS AMG Roadster 

$486,645 

8/6208 

420/6800 

650/4750 

1695kg 

248 

3.8 

317 

13.3 

+ Loses none of the coupe’s talents - But (understandably) loses the gullwing doors 

kkkkk 

Mini John Cooper Works Convertibie 

n/a 

4/1598 

155/6000 

280/2000 

1185kg 

131 

6.9 

235 

7.1 

+ A manlier Mini cabrio. As hardcore as the hatch... - ...which is still better 

kkkkk 

Morgan 3 Wheeier 

$97,500 

2/1990 

60/5300 

140/3250 

525kg 

114 

6.0 

185 


+ Quirky, characterful, brilliant - Unnatural brake feel; you’d better not be shy 

kkkkk 

Morgan Pius 8 

$254,000 

8/4799 

270/6300 

490/3400 

1100kg 

245 

4.5 

250 

12.1 

+ Hilarious mix of old looks and new mechanicals -Refinement is definitely old-school 

kkkkk 

Nissan 370Z Roadster 

$76,500 

6/3696 

245/7000 

363/5200 

1554kg 

158 

5.8 

250 

11.2 

+ The Zed’s old-school character remains intact - Its purposeful looks don’t 

kkkkk 

Porsche Boxster (Mk3) 

$101,500 

mm 

195/6700 

280/4500 

1310kg 

149 

5.8 

264 

8.2 

+ Goes & looks better; cleanest Boxster ever - Steering now electric to help cut consumption 

kkkkk 

Porsche Boxster S(Mk3) 

$126,500 

6/3436 

232/6700 

360/4500 

1320kg 

178 

5.1 

279 

8.8 

+ Boxster steps out of 911’s shadow - But gets 911’s less appealing new steering 

kkkkk 

Porsche 911 Carrera S Cabrio (991) 

$266,200 

6/3800 

295/7400 

440/5600 

1465kg 

201 

4.7 

301 

9.7 

+ All-new open 911 drivesjust like the coupe - Which means the same artificial steering 

kkkkk 

Porsche 911 Carrera GTS Cabrio (997) 

n/a 

6/3800 

300/7300 

420/4200 

1515kg 

198 

4.8 

302 

11.2 

+ The best 911 drop-top you can buy - Lacks glamour of an R8 Spyder 

kkkkk 
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Our Choice 

Porsche 911 GTS. PDK, electric steering, a new engine 
with zero racing pedigree... Yes, we were nervous about 
the new GTS before its arrival. Thankfully, it’s still fully 
deserving of the badge, although you’ll now need a healthy 
disregard for your licence to feel it truly come alive. 



Best of the Rest 

The new Cayman S is right up there with its 911 bigger brother 
- put simply, it’s sensational. The Lotus Exige S (left) is a 
proper road racer for $120K and our joint 2012 Car of the Year. 
Audi’s R8 is another gem, especially in supercar-rivalling VIO 
Plus form. And, of course, there’s always the Nissan GT-R... 


Car 

Price 

Engine 

cyi/cc 

kW/rpm 

Nm/rpm 

Weight 

kW/tonne 

1 

o 

o 

o 

Top speed 

L/lOOkm 

evo rating 


Aston Martin V8 Vantage (4.7) 

$231,000 

8/4735 

313/7000 

470/5750 

1630kg 

192 

4.9 

290 

13.8 

+ 2012 upgrades keep the V8 Vantage on song - Starting to feei a iittie dated, though 


Aston Martin V8 Vantage S 

$251,700 

8/4735 

321/7300 

490/5000 

1610kg 

199 

4.5 

305 

12.9 

+ Keener engine, V12 Vantage iooks - Siightiy siuggish auto oniy 

★★★★"A" 

Aston Martin V12 Vantage 

$386,391 

12/5935 

380/6500 

570/5750 

1680kg 

230 

4.2 

305 

16.4 

+ The best series production car that Aston Martin makes - Erm, a tad thirsty? 

★★★★★ 

Aston Martin DB9 

$349,500 

12/5935 

380/6500 

620/5500 

1785kg 

216 

4.6 

295 

14.3 

+ Better than the oid DB9 in every respect - Automatic gearbox couid be quicker 

★★★★★ 

Aston Martin DBS 

n/a 

12/5935 

380/6500 

570/5750 

1695kg 

228 

4.3 

295 

16.3 

+ Stupendous engine, gearbox, brakes - Pricey. Can bite the unwary 

★★★★"A" 

Audi TT 2.0 TFSI 

$75,050 

4/1984 

155/4300 

350/1600 

1295kg 

128 

6.1 

245 

7.1 

+ Front-driver ioses nothing to quattro TTs - Steers iike a computer game 


AudiTTS 

$98,400 

4/1984 

200/6000 

320/2500 

1395kg 

145 

5.2 

250 

7.7 

+ Usefuiiy quicker TT; great drivetrain - Stiii steers iike a computer game 

★★★★YY 

AudiTTRS 

$139,400 

5/2480 

250/5400 

450/1600 

1450kg 

175 

4.3 

250 

8.5 

+ Subiime 5-cyiinder turbo engine - Rest of package can’t quite match it 


AudiSS 

$135,400 

6/2995 

245/5500 

440/2900 

1675kg 

148 

4.9 

250 

8.1 

+ Supercharged V6 makes S5 cieaner and faster - Pricey once you add options 

★★★★YY 

Audi RS5 

$161,400 

8/4163 

331/8250 

430/4000 

1715kg 

183 

4.5 

250 

10.8 

+ Briiiiant engine and improved chassis - Stiii not as exciting as you’d hope 

YYYYYYYYYY 

AudiR8V8 

$279,500 

8/4163 

316/7900 

430/4500 

1560kg 

201 

4.6 

302 

14.2 

+ Finaiiy, a true 911 aiternative - Exciusivity comes at a price 

YYYYYYYYYY 

Audi R8 VIO 

$366,900 

10/5204 

386/8000 

530/6500 

1620kg 

242 

3.9 

316 

13.9 

+ Reai supercar feei - We stiii prefer the V8 

YYYYYYYYYY 

Audi R8 VIO Pius 

$408,200 

10/5204 

404/8000 

540/6500 

1570kg 

262 

3.8 

317 

14.9 

+ More power and aggression, iess weight - Firm ride may be too much for some 

yyyyyyyyyy 

AudiRSGT 

10-12 

10/5204 

412/8000 

540/6500 

1520kg 

275 

3.6 

320 

13.9 

j^Everything we love about the R8 -Not as hardcore as we wanted 

YYYYYYYYYY 

Bentiey Continentai GTV8 

$370,000 

8/3993 

373/6000 

660/1700 

2295kg 

165 

4.8 

303 

10.6 

+ A proper drivers’ Bentiey with decent economy - W12 suddeniy seems pointiess 

★YYYYYYYY 

Bentiey Continentai GT 

$408,870 

12/5998 

423/6000 

700/1700 

2320kg 

185 

4.5 

318 

14.5 

+ 325km/h in utter comfort - Weight, thirst 

YYYYYYYYYY 

Bentiey Continentai GT Speed 

$450,000 

12/5998 

460/6000 

800/2000 

2320kg 

192 

4.2 

325 

14.5 

+ 330km/h in utter comfort - Feeis nose-heavy in siow corners 

YYYYYYYYYY 

Bentiey Continentai Supersports 

10-12 

12/5998 

463/6000 

800/1700 

2240kg 

210 

3.9 

329 

16.3 

+ A thoroughiy impressive car... - ...rather than a fun and invoiving one 

YYYYYYYYYY 

BMW 335iM Sport 

$108,700 

6/2979 

225/5800 

400/1300 

1525kg 

150 

5.5 

250 

8.4 

+ Eager engine, expioitabie chassis - Siightiy unadventurous styiing 

YYYYYYYYYY 

BMWM3(E92) 

$155,100 

8/3999 

309/8300 

400/3900 

1580kg 

148 

4.8 

250 

12.4 

+ Fends off aii of its taiented new rivais - ...except the cheaper 1-series M 

YYYYYYYYYY 

BMWM3GTS(E92) 

10-11 

8/4361 

331/8300 

440/3750 

1530kg 

220 

4.4 

305 

12.7 

+ Elighly exclusive, most focused M-carever - Good luck trying to find one 

YYYYYYYYYY 

BMWM3(E46) 

’00-’07 

6/3246 

252/7900 

365/4900 

1495kg 

172 

5.2 

257 

11.9 

+ One of the best BMWs ever- Slightly artificial steering feel 

YYYYYYYYYY 

BMWM3CS(E46) 

m-’07 

6/3246 

338/7900 

269/5000 

1495kg 

172 

5.1 

250 

11.9 

+ CSL dynamics without CSL price - Looks like the standard car 

YYYYYYYYYY 

BMWM3CSL(E46) 

’03-04 

6/3246 

265/7900 

370/4900 

1385kg 

194 

4.9 

259 

11.9 

+ Stripped-down road-race M3- Standard brakes barely adequate 

YYYYYYYYYY 

BMW Z4M Coupe 

'06-'09 

6/3246 

252/7900 

365/4900 

1420kg 

180 

5.0 

250 

12.1 

+ A real drivers’ car- You’ve got to be prepared to get stuck in 

YYYYYYYYYY 

BMW M Coupe 

’98-03 

6/3246 

236/7400 

350/3250 

1375kg 

178 

5.4 

250 

11.2 

+ Quick and characterful- Lacks finesse 

YYYYYYYYYY 

BMWM6 

$292,500 

6/2993 

412/6000 

680/1500 

1790kg 

130 

4.2 

250 

9.9 

+ Great engine and economy, exceiient buiid - Numb steering, unsettied B-road ride 

YYYYYYYYYY 

Honda CR-Z 

$38,490 

4/1497 

99/6600 

172/1000 

1198kg 

83 

9.0 

200 

5.0 

+ The first hybrid with sporting intent - No match for a good diesei hot hatch 

YYYYYYYYYY 

Hyundai Veioster Turbo 

$31,990 

4/1591 

136/5500 

265/1500 

1313kg 

106 

8.4 

214 

6.8 

+ The usuai Hyundai vaiue, with added fun - Styiing might be too quirky for some 

YYYYYYYYYY 

Infiniti G37S Coupe 

$83,500 

6/3696 

235/7000 

360/5200 

1706kg 

140 

5.9 

250 

10.5 

+ Softer 370Z deiivers sharp-driving swing at the Germans - Biand iooks 

yyyyyyyyyy 

Jaguar XK 5.0 

$189,000 

8/5000 

283/6500 

515/3500 

1585kg 

182 

5.5 

250 

11.2 

+ Fine car for the iikes of us - Jag buyers may not iike the harder edge 

YYYYYYYYYY 

Jaguar XKR 

$209,000 

8/5000 

375/6000 

625/2500 

1678kg 

227 

4.8 

250 

12.3 

+ Fast and incredibiy rewarding Jag - The kids wiii have to stay at home 

YYYYYYYYYY 

Jaguar XKR-S 

$299,000 

8/5000 

405/6000 

680/2500 

1678kg 

245 

4.4 

300 

12.3 

+ The most exciting XKR ever - It’s nearly $300,000 

YYYYYYYYYY 

Lotus Exige S (V6) 

$119,990 

6/3456 

257/7000 

400/4500 

1176kg 

224 

4.0 

274 

10.1 

+ Breathtaking road-racer; our joint 2012 Car of the Year - Doubts over Lotus’s future 

YYYYYYYYYY 

Lotus Evora 

$123,990 

6/3456 

206/6400 

342/4700 

1382kg 

151 

5.1 

262 

9.3 

+ Sublime ride and handling. Our 2009 car of the year - Pricey options 

YYYYYYYYYY 

Lotus EvoraS 

$145,990 

6/3456 

257/7000 

400/4500 

1430kg 

183 

4.8 

286 

9.9 

+ A faster and better Evora - But one which spars with the Porsche 911... 

YYYYYYYYYY 

Maserati GranTurismo 

$288,800 

8/4244 

302/7100 

460/4750 

1780kg 

161 

5.2 

285 

14.3 

+ Striking, accomplished GT - Doesn’t spike the pulse like an Aston or 911 

YYYYYYYYYY 

Maserati GranTurismo Sport 

$308,800 

8/4691 

338/7000 

520/4750 

1880kg 

183 

4.7 

298 

15.5 

+ The best everyday GranTurismo yet - Starting to get long in the tooth? 

YYYYYYYYYY 

Maserati GTMCStradaie 

$364,900 

8/4691 

338/7000 

520/4750 

1770kg 

190 

4.6 

301 

14.4 

+ Brilliant blend of road racer and GT - No rear seats 

YYYYYYYYYY 

Mercedes-Benz C63 AMG Coupe 

$157,900 

8/6208 

336/6800 

600/5000 

1730kg 

197 

4.5 

250 

12.1 

+ Mercedes makes a proper two-door M3 rival - C63 saloon looks better 

YYYYYYYYYY 

Mercedes-Benz C63 AMG Biack 

12 

8/6208 

380/6800 

620/5200 

1710kg 

226 

4.2 

300 

12.2 

+ The C63 turned up to 11 - Too heavy, not as fiery as Black Series cars of old 

YYYYYYYYYY 

Mercedes-Benz CLK63 AMG 

’06-’09 

8/6208 

354/6800 

630/5000 

1755kg 

207 

4.6 

250 

14.2 

+ Power, control, build quality - Lacks ultimate involvement 

YYYYYYYYYY 

Mercedes-Benz CLK63AMG Black 

'07-'09 

8/6208 

373/6800 

630/5250 

1760kg 

215 

4.2 

300 

15.3 

+ AMG goes Porsche-hunting -Dull-witted gearshift spoils the party 

YYYYYYYYYY 

Mercedes-Benz CL63 AMG 

$422,800 

8/5461 

400/5500 

800/2000 

2135kg 

197 

4.5 

250 

10.6 

+ Presence, pace, monster engine - Stiff ride, stiff competition 

YYYYYYYYYY 

Nissan 370Z 

$69,500 

6/3696 

245/7000 

363/5200 

1520kg 

163 

5.4 

250 

10.5 

+ Quicker, leaner, keener than 350Z - Not quite a Cayman-killer 

YYYYYYYYYY 

Nissan GT-R (MY13) 

$172,000 

6/3799 

404/6400 

632/3200 

1740kg 

235 

2.7 

320 

11.8 

+ GT-R is quicker and better than ever - Suspension is too firm for Australian roads 

YYYYYYYYYY 

Nissan Skyline GT-R (R34) 

’99-’02 

6/2568 

206/6800 

392/4400 

1560kg 

134 

4.7 

265 

14.1 

+ Big, brutal, and great fun- Very firm ride 

YYYYYYYYYY 

Peugeot RCZ 1.6 

$58,990 

4/1598 

147/5500 

275/1700 

1421kg 

105 

7.6 

231 

6.7 

+ Distinctive looks, highly capable handling - Could be a bit more exciting 

YYYYYYYYYY 

Porsche Cayman S(Mk3) 

$139,900 

6/3436 

239/7400 

370/4500 

1320kg 

184 

5.0 

283 

8.8 

+ The Cayman comes of age - Erm... 

YYYYYYYYYY 

Porsche Cayman (Mk2) 

’11-13 

6/2893 

195/7200 

300/4400 

1330kg 

148 

5.8 

265 

30.1 

+ Extra power, just as involving - Still lacks the desirability of other Porsches 

YYYYYYYYYY 

Porsche Cayman S (Mk2) 

’11-13 

6/3436 

235/7200 

370/4750 

1350kg 

177 

5.2 

in 

29.7 

+ Still want that 911? - Yeah, us too 

YYYYYYYYYY 

Porsche Cayman R 

’11-13 

6/3436 

243/7400 

370/4750 

1295kg 

190 

5.0 

282 

9.7 

+ Total handling excellence - Styling additions not to all tastes 

YYYYYYYYYY 

Porsche Cayman S (Mkl) 

'06-'09 

6/3387 

217/6250 

340/4200 

1415kg 

163 

5.5 

275 

10.6 

+ Pure and rewarding - If they’d just move the engine back a bit... 

YYYYYYYYYY 

Porsche 911 Carrera (991) 

$206,500 

6/3436 

257/7400 

390/5600 

1380kg 

181 

4.8 

289 

9.0 

+ 911 becomes cleaner and cleverer - But some of its character’s gone AWOL 

YYYYYYYYYY 

Porsche 911 Carrera S (991) 

$243,100 

b/3799 

295/7400 

440/5600 

1395kg 

214 

4.5 

304 

9.5 

+ As above, but with supercar pace - Electric steering robs it of some tactility 

YYYYYYYYYY 

Porsche 911 Carrera 4 (991) 

$222,200 

6/3436 

257/7400 

390/5600 

1430kg 

183 

4.9 

285 

9.3 

+ A touch more engaging than 2wd 991 - Still stand-offish compared to 997 

YYYYYYYYYY 

Porsche 911 Carrera 4S (991) 

$258,800 

6/3799 

295/7400 

440/5600 

1445kg 

207 

4.5 

299 

9.9 

+ The best 991-generation Carrera - Choose your spec carefully 

YYYYYYYYYY 

Porsche 911 GT3 (991) 

$294,100 

6/3799 

350/8250 

440/6250 

1430kg 

242 

3.5 

315 

12.4 

+ Our 2013 eCOTY. Brilliant - Some purists will moan about the lack of manual 

YYYYYYYYYY 

Porsche 911 Carrera (997.2) 

'08-11 

6/3614 

254/6500 

390/4400 

1415kg 

183 

4.9 

290 

10.3 

+ Easter and greener than the mkl 997 -Lost a little of the 911 magic 

YYYYYYYYYY 

Porsche 911 Carrera S (997.2) 

'08-'ll 

6/3799 

283/6500 

420/4400 

1425kg 

202 

4.7 

302 

10.6 

+ Poise, precision, blinding pace - Peels a bit clinical 

YYYYYYYYYY 

Porsche 911 Carrera GTS (997.2) 

’11-’12 

6/3799 

300/7300 

420/4200 

1420kg 

215 

4.6 

306 

10.6 

+ Pitting finale for the 997 generation -Absolutely nothing 

YYYYYYYYYY 

Porsche 911 Carrera S (997.1) 

’04-’08 

6/3824 

261/6600 

400/4600 

1420kg 

183 

4.7 

293 

11.5 

+ evo Car of the Year 2004; like a junior GTS- Tech overload? 

YYYYYYYYYY 

Porsche 911 Carrera 4S (996) 

’02-’05 

6/3596 

235/6800 

370/4250 

1405kg 

163 

5.1 

285 

11.1 

+ Second best 996 only to theGTS- Very little 

YYYYYYYYYY 

Porsche 911 Carrera (9963.4) 

’98-’01 

6/3387 

221/6800 

350/4600 

1320kg 

172 

5.2 

280 

10.1 

+ evo Car of the Year 1998; beautifully polished - Some like a bit of rough 

YYYYYYYYYY 

Porsche 911 Carrera (993) 

’94-97 

6/3600 

200/6100 

330/5000 

1370kg 

157 

5.3 

267 

11.1 

+ More character than 996- Harder work at speed 

YYYYYYYYYY 

Porsche 911 GT3 (997.2) 

’09-’ll 

6/3797 

320/7600 

430/6250 

1395kg 

233 

4.1 

312 

12.6 

+ Even better than the car it replaced -Give us a minute... 

YYYYyYYYYY 

Porsche 911 GT3 RS (997.2) 

‘lO-’ll 

6/3797 

331/7900 

430/6750 

1370kg 

295 

3.9 

310 

13.2 

+ Our 2010 car of the year - Looks and noise are slightly OTT 

YYYYYYYYYY 

Porsche 911 GT3RS4.0 (997.2) 

'11-'12 

6/3996 

368/8250 

460/5750 

1435kg 

274 

3.9 

310 

13.8 

+ The ultimate modern 911, and our 2011 Car of the Year -Unforgiving on-road ride 

YYYYYYYYYY 

Porsche 911 GT3 (997.1) 

‘07-’09 

6/3600 

305/7600 

405/5500 

1395kg 

222 

4.3 

310 

13.0 

+ Runner-up evo Car of the Year 2006 -Eerrari 599 GTBs 

YYYYYYYYYY 

Porsche 911 GT3 RS (997.1) 

'07-'09 

6/3600 

305/7600 

405/5500 

1375kg 

225 

4.2 

310 

13.0 

+ evo Car of the Year2007-A chunk more money than the brilliant GT3 

YYYYYYYYYY 

Porsche 911 GTS (996.2) 

’03-’05 

6/3600 

280/7400 

385/5000 

1380kg 

202 

4.5 

306 

12.9 

+ evoCarofthe Year2003- Chassis is a bit too track-focused for some roads 

YYYYYYYYYY 

Porsche 911 GT3 RS (996.2) 

’03-’05 

6/3600 

280/7400 

385/5000 

1330kg 

213 

4.4 

306 

12.9 

+ Track-biased version of above - Limited supply 

YYYYYYYYYY 

Porsche 911 GT3 (996.1) 

’99 

6/3600 

265/7200 

370/5000 

1350kg 

202 

4.8 

302 

13.0 

+ Our Car of the Year 1999- Porsche didn ’t build enough 

YYYYYYYYYY 

Porsche 911 RS (993) 

’95 

6/3746 

221/6500 

355/5400 

1270kg 

179 

5.0 

277 

12.4 

+ Barking engine note, gearchange - Not quite hardcore enough 

YYYYYYYYYY 

Porsche 968 Club Sport 

’93-’95 

4/2990 

176/6200 

305/4100 

1335kg 

136 

6.5 

254 

10.3 

+ One of the all-time greats- Lots have been driven very hard 

YYYYYYYYYY 

Subaru BRZ 

$37,150 

4/1998 

147/7000 

205/6600 

1216kg 

120 

7.6 

226 

7.8 

+ Fine chassis, great steering - Weak engine, not the slide-happy car they promised 

YYYYYYYYYY 

Toyota 86 

$29,990 

4/1998 

147/7000 

205/6600 

1257kg 

119 

7.6 

226 

7.8 

+ More fun than its cousin (above) - Same lack of torque, poor interior quality 

YYYYYYYYYY 

VWSciroccoGTZOTSI 

n/a 

4/1984 

155/5300 

280/1700 

1373kg 

114 

6.9 

240 

7.4 

+ Golf GTI price and performance - Interior lacks flair 

YYYYYYYYYY 

VW SciroccoR 

$47,990 

4/1984 

188/6000 

330/2500 

1351kg 

146 

6.0 

250 

8.1 

+ Great engine, grown-up dynamics - Perhaps a little too grown-up for some 

YYYYYYYYYY 


Thrill-free zone ★ Tepid ★★ interesting ★★★ Seriously good ★★★★ A truly great car ★★★★★ 
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Supercars 


Our Choice 

Ferrari 458 Speciale. The regular 458 Italia is amazing 
enough in itself - in fact it used to occupy this very space 
- but the Speciale follows in the tradition of the 360 
Challenge Stradale and 430 Scuderia and makes the car it 
is based on even more, well, special. The supercar to buy. 



Best of the Rest 

Porsche’s 918 Spyder (left) pips the McLaren PI on the road, 
and vice versa on the track. (Is the LaFerrari better still? We’ll 
let you know when we get one together with its hybrid rivals.) 
Meanwhile, Pagani’s Huayra was our joint 2012 Car of the Year 
and Lamborghini’s Aventador offers true supercar drama. 


Car 

Price 

Engine 

cyi/cc 

kW/rpm 

Nm/rpm 

Weight 

kW/tonne 

E 

o 

o 

o 

Top speed 

E 

o 

o 

—1 

evo rating 


Aston Martin Vanquish (Mk2) 

$472,840 

12/5935 

421/6750 

620/5500 

1739kg 

246 

4.1 

295 

14.4 

+ A much better car than the DBS it succeeds - Shame it iooks iittie different, then 

★★★★'A' 

Aston Martin One-77 

’10-’12 

12/7312 

559/6000 

750/7600 

1740kg 

326 

3.7 

354 

24.5 

+ The engine, the iooks, the drama - Gearbox hates manoeuvring; oniy 77 were made 

★★★★★ 

BMWMi 

’78-’8i 

6/3500 

204/6500 

330/5000 

i303kg 

i6i 

5.9 

262 

- 

+ Early supercar icon -A bit under-endowed these days 

★★★★-A- 

Bugatti Veyron 16.4 

n/a 

16/7993 

736/60 00 

1250/2200 

1950kg 

389 

2.5 

407 

24.1 

+ Superbiy engineered 4wd quad-turbo rocket - Er, iacks iuggage space? 

★★★★★ 

Bugatti Veyron Grand Sport 

n/a 

16/7993 

736/6000 

1250/2200 

1990kg 

380 

2.7 

407 

24.9 

+ Warp speed and ferocious noise sans-roof - Ridicuious broiiy/roof thing 

★★★★★ 

Bugatti Veyron Super Sport 

n/a 

16/7993 

882/6400 

1500/3000 

1838kg 

488 

2.5 

415 

23.1 

+ The worid’s fastest supercar - Limited to 415km/h for us mere mortais 

★★★★★ 

BugattiEBiiO 

’9i-’95 

12/3500 

412/8000 

618/3750 

i566kg 

267 

4.2 

342 

- 

+ Superbly engineered 4wd quad-turbo rocket- It just fizzled out 

★★★★-A- 

Chevroiet Corvette ZRl 

n/a 

8/6162 

476/6500 

819/3800 

1528kg 

316 

3.6 

330 

15.0 

+ Huge pace and character - Take plenty of brave pills if there’s rain 

★★★YrYV 

Ferrari 458 Itaiia 

$525,772 

8/4499 

419/9000 

540/6000 

1485kg 

286 

3.4 

325 

13.3 

+ An astounding achievement, looks fantastic - There’ll never be a manual 

★★★★★ 

Ferrari 458 Spider 

$588,806 

8/4499 

419/9000 

540/6000 

1430kg 

278 

3.4 

320 

11.8 

+ A 458 that sounds and feels more organic - Er, 5km/h slower? 

★★★★★ 

Ferrari 458 Speciaie 

$550,000 

8/4499 

445/9000 

540/6000 

1395kg 

320 

3.0 

325 

13.3 

+ The most exciting car available for sale in Australia - Just about perfect, so nothing 

★★★★★ 

Ferrari F430 

'04-'i0 

8/4308 

360/8500 

465/5250 

i449kg 

253 

4.0 

315 

15.2 

+ Just brilliant - Didn’t you read the plus point? 

★★★★★ 

Ferrari F430 Spider 

’04-10 

8/4308 

360/8500 

465/5250 

i520kg 

243 

4.1 

3ii 

15.2 

+ Berlinetta dynamics, BOOOrpm with the roof down - Looks? 

★★★★★ 

Ferrari 430 Scuderia 

'07-'i0 

8/4308 

375/8500 

470/5250 

i350kg 

282 

3.6 

320 

15.7 

+ Successful Fi technology transplant - Likes to shout about it 

★★★★★ 

Ferrari 360 Modena 

’99-’04 

8/3586 

294/8500 

373/4750 

rnokg 

215 

4.5 

295 

16.6 

+ Worthy successor to 355- Not quite as involving as it should be 

★★★★-A- 

Ferrari 360 Challenge Stradale 

’03-’04 

8/3586 

312/8500 

373/4750 

i280kg 

248 

4.1 

300 

- 

+ Totally exhilarating road-racer. It’s loud- It’s very, very loud 

★★★★★ 

Ferrari F355 Fi Berlinetta 

’97-99 

8/3496 

279/8250 

363/6000 

i350kg 

210 

4.7 

295 

16.9 

+ Looks terrific, sounds even better- Are you kidding? 

★★★★★ 

Ferrari F12 Beriinetta 

$691,100 

12/6262 

545/8250 

690/6000 

1630kg 

339 

3.1 

340 

15.0 

+ 545kW isn’ttoo much power for the road - Not as dramatic as an Aventador 

★★★★★ 

Ferrari 599 GTB Fiorano 

'06-'i2 

12/5999 

456/7600 

608/5600 

i688kg 

274 

3.7 

330 

17.9 

+ evo Car of the Year 2006- Banks are getting harder to rob 

★★★★★ 

Ferrari 599 GTB Fiorano HGTE 

’i0-’i2 

12/5999 

456/7600 

608/5600 

i688kg 

274 

3.7 

330 

- 

+ As above, but with a bit more edge - Can be a little too edgy in the wet 

★★★★-A- 

Ferrari 599 GTO 

'ii-'i2 

12/5999 

493/8250 

620/6500 

i605kg 

3ii 

3.4 

335 

17.5 

+ One of the truly great Ferraris- Erm, the air con isn’t very good 

★★★★★ 

Ferrari 575M Fiorano Handling Pack 

’02-’06 

12/5748 

379/7250 

589/5250 

i730kg 

222 

4.2 

325 

22.9 

+ Fiorano pack makes 575 truly great- It should have been standard 

★★★★★ 

Ferrari 550 Maranello 

’97-02 

12/5474 

~ 357/7000 ■ 

569/5000 

i7i6kg 

219 

4.4 

320 

22.9 ' 

+ Everything- Nothing 

★★★★★ 

Ferrari FF 

$625,000 

12/6262 

486/8000 

683/6000 

1880kg 

259 

3.7 

335 

15.4 

+ Four seats and 4WD, but a proper Ferrari - Looks divide opinion 

★★★★★ 

Ferrari 6i2ScagliettiFi 

’04-’ii 

12/5748 

397/7250 

588/5250 

mokg 

219 

4.0 

320 

20.5 

+ Awesomely capable grand tourer -See above 

★★★★★ 

Ferrari Enzo 

’02-04 

12/5998 

485/7800 

657/5500 

i365kg 

361 

3.7 

350 

- 

jt; Intoxicating, exploitable- Cabin detailing falls short of Zonda or Fi 

★★★★★ 

Ferrari F50 

’96-97 

12/4698 

383/8500 

471/6500 

i229kg 

316 

3.7 

325 

- 

+ The best drivers’ Ferrari - Lines lack tension 

★★★★★ 

Ferrari F40 

’87-92 

8/2936 

351/7000 

577/4000 

iiOOkg 

328 

4.1 

324 

- 

+ The shape that launched a thousand posters- Er... 

★★★★★ 

Ferrari 288GT0 

’84-85 

8/2855 

295/7000 

496/3800 

ii60kg 

261 

4.9 

305 

- 

+ Painfully beautiful, rarer than the F40- You are joking? 

★★★★★ 

FordGT 

’04-06 

8/5409 

410/6500 

678/3750 

i538kg 

263 

3.9 

330 

- 

+ Our 2005 Car of the Year -JC had one. Reckoned it didn’t handle... 

★★★★★ 

JaguarXJ220 

’92-94 

6/3498 

404/7200 

644/4500 

i470kg 

280 

4.1 

343 

- 

+ Britain’s greatest supercar... - ...until McLaren built the Fi 


Lamborghini Gaiiardo LP550-2 

$409,500 

10/5204 

405/8000 

540/6500 

1380kg 

298 

3.9 

320 

13.3 

+ The mad rear-driven Lambo is back! - Gallardo not feeling as fresh as the 458 

★★★★★ 

Lamborghini Gaiiardo LP560-4 

$455,000 

10/5204 

412/8000 

540/6500 

1410kg 

298 

3.7 

325 

13.7 

+ Still a missile from A to B - Starting to show its age 

★★★★Yr 

Lamborghini LP570-4 Superieggera 

n/a 

10/5204 

419/8000 

540/6500 

1340kg 

318 

3.4 

325 

13.7 

+ A reminder of how great the Gallardo is - LP560-4 does as good a job 

★★★★YY 

Lamborghini LP570-4 Performante 

n/a 

10/5204 

419/8000 

540/6500 

1485kg 

286 

3.9 

324 

13.8 

+ It’s a Superieggera Spyder... - ...that’s not actually that super-light 

★★★★YY 

Lamborghini Gallardo 

’06-08 

10/4961 

383/8000 

510/4500 

i520kg 

255 

4.0 

315 

17.0 

+ On a full-bore start it spins all four wheels. Cool -Slightly clunky e-gear 

★★★★YY 

Lamborghini Gallardo Superieggera 

'07-'08 

10/4961 

390/8000 

510/4250 

i420kg 

278 

3.8 

315 

- 

+ Lighter, more agile - Grabby carbon brakes, clunky e-gear 

Yk'Y^Yk'Yk'YV 

Lamborghini Aventador LP700-4 

$761,500 

12/6498 

515/8250 

690/5500 

1575kg 

331 

2.9 

350 

17.2 

+ Most important new Lambo since the Countach - Erm... expensive? 

Y^Yk'Y^Y^Yk' 

Lamborghini Aventador Roadster 

$795,000 

12/6498 

515/8250 

690/5500 

1625kg 

321 

3.0 

350 

17.2 

+ Sensational engine and styling - A wee bit on the thirsty side 

'k'k'k'k'k 

Lamborghini Murcielago 

’0i-’06 

12/6192 

427/7500 

650/5400 

i650kg 

262 

4.0 

332 

- 

+ Gorgeous, capable and incredibly friendly- Vi2 feels stressed 

'k'k'k'k'k 

Lamborghini Murcielago LP640 

'06-'ii 

12/6496 

471/8000 

660/6000 

i665kg 

287 

3.8 

340 

21.4 ' 

+ Compelling old-school supercar- You’d better be on your toes 

'k'k'k'k'k 

Lamborighini Murcielago LP670-4 SV 

'09-’ii 

12/6946 

493/8000 

660/6500 

i565kg 

320 

3.3 

337 

20.6 

+ A supercar in its truest, wildest sense - Be prepared for stares 

'k'k'k'k'k 

Lamborghini Diablo GT 

’99-’00 

12/5992 

423/7300 

630/5500 

i490kg 

292 

4.4 

338 

- 

+ Briefly the world’s fastest production car- They made only 80 

Yk'Y^Yk'Yk'Yk' 

Lamborghini Diablo 6.0 

’00-’02 

12/5992 

405/7100 

620/5500 

i625kg 

255 

3.9 

335 

- 

+ Best-built, best-looking Diablo of all- People’s perceptions 

Yk'Y^Yk'Y^YY 

Lamborghini Countach QV 

’88-’9i 

12/5167 

339/7000 

500/5200 

i447kg 

238 

4.9 

298 

20.6 

+ Still the definitive supercar- Visibility, pract- oh hell, who cares? 

'k'k'k'kiz 

Lexus LFA/LFA Nurburgring 

'10-12 

10/4805 

412/8700 

480/7000 

1480kg 

282 

3.7 

325 

- 

+ Absurd and compelling supercar - Badge and price don’t quite match 

'k'k'k'k'k 

McLaren MP4-12C 

n/a 

8/3799 

459/7500 

600/3000 

1434kg 

324 

3.1 

333 

11.7 

+ Staggering performance, refinement - Lacks design flair 

'k'k'k'k'k 

McLaren 12C Spider 

n/a 

8/3799 

459/7500 

600/3000 

1474kg 

318 

3.2 

329 

11.7 

+ No discernible dynamic compromises - Requires commitment to come alive 


McLaren Fi 

’94-’98 

12/6064 

461/7500 

617/4000 

ii37kg 

418 

3.6 

387 

14.9 

+ Still the most single-minded supercar ever- There’ll never be another 

'k'k'k'k'k 

Mercedes-Benz SL65AMG Black 

'09-'i0 

12/5980 

493/5400 

iOOO/2200 

i876kg 

267 

3.8 

320 

14.4 

+ Bonkers looks, bonkers speed - Bonkers price 

Yk'Y^Y^Yk'YV 

Mercedes-Benz SLS AMG 

$467,965 

8/6208 

420/6800 

650/4750 

1620kg 

250 

3.8 

317 

13.3 

+ Great engine and chassis (gullwing doors too!) - Slightly tardy gearbox 

Yk'Y^Y^Y^Y^ 

Mercedes-Benz SLS AMG Biack Series 

$639,000 

8/6208 

464/7400 

635/5500 

1550kg 

299 

3.5 

315 

13.7 

+ The most thrilling car to wear the pointed star - Can intimidate 

'k'k'k'k'k 

Mercedes-Benz SLR McLaren 

’04-’07 

8/5439 

460/6500 

780/3250 

i768kg 

284 

3.8 

334 

14.5 

+ Zonda-pace, 575-style drivability- Dreadful brake feel 

Yk'Y^Yk'Yk'YV 

Pagani Huayra 

n/a 

12/5980 

537/5800 

1000/2250 

1350kg 

404 

3.3 

360 


+ Our joint 2012 Car of the Year - Engine isn’t as nape-prickling as the Zonda’s 

★★★★★ 

PaganiZonda760RS 

n/a 

12/7291 

567/6300 

780/4500 

1210kg 

470 

3.3 

349 

- 

+ The most extreme Zonda ever - The last Zonda ever (probably) 

'k'k'k'k'k 

Pagani Zonda Ci2S 

’0i-’05 

12/7291 

410/5500 

750/4100 

i250kg 

337 

3.7 

317 

- 

+ evo Car of the Year 2001 -Harry’s sold his long-termer 

'k'kir'k'k 

Pagani ZondaF 

’05-’06 

12/7291 

443/6150 

760/4000 

rnokg 

370 

3.6 

345 

- 

+ Everything an Italian supercar ought to be - Choose interior carefully 

'k'k'k'k'k 

Pagani Zonda Cinque Roadster 

'09-'i0 

12/7291 

499/6200 

780/4000 

mokg 

361 

3.4 

349 

- 

+ The best Zonda ever- Doesn't come up in the classifieds often 

Yk'Y^Yk'Yk'Y^ 


Porsche 911 Turbo (997.2) 

’09-’i3 

6/3800 

368/6000 

650/1950 

i570kg 

238 

3.7 

312 

ii.5 

+ The Turbo at the very top of its game - The GT3’s cheaper... 

Porsche 911 Turbos (997.2) 

’i0-’i3 

6/3800 

390/6250 

700/2100 

i585kg 

253 

3.1 

315 

ii.4 

+ As above, with more power - The GT3’s even cheaper... 

Porsche 911 GT2RS (997.2) 

’i0-’i3 

6/3600 

456/6500 

700/2250 

i370kg 

338 

3.5 

330 

ii.9 

+ More powerfui than a Carrera GT. Handies, too - Erm... 

Porsche 911 Turbo (997.1) 

'06-'09 

6/3600 

353/6000 

680/2100 

i585kg 

226 

3.7 

310 

12.8 

+ Monster cornering ability -A bit woolly on its standard settings 

Porsche 911 Turbo (996) 

’00-’06 

6/3600 

309/6000 

560/2700 

rnokg 

203 

4.2 

304 

13.5 

+ evo Car of the year 2000; the 911 for all seasons- We can’t find any reasons 


Porsche 911 GT2 (996) 

’04-’06 

6/3600 

355/5700 

640/3500 

i440kg 

253 

4.0 

319 

Porsche 911 Turbo (993) 

’95-’98 

6/3600 

300/5750 

540/4500 

i500kg 

206 

4.3 

290 

Porsche 9iiGT2(993) 

’96-’99 

6/3600 

321/5750 

540/4500 

i2i5kg 

253 

4.4 

295 

Porsche Carrera GT 

’04-’06 

10/5733 

450/8000 

590/5750 

rnokg 

332 

3.9 

330 

Porsche 959 

’87-90 

6/2850 

331/6500 

500/5000 

i450kg 

232 

3.7 

300 


12.9 + Later revisions made it even more of a star- Care stiii required 

15.7 + Stupendous all-weather supercar- It doesn’t rain enough 

- + Hairy-arsed homologation special- Harry won’t buy one 


★★★★★ 

★★★★-A- 

★★★★★ 

★★★★★ 

★★★★★ 


★★★★★ 

★★★★★ 

★★★★★ 


Probably the greatest modern supercar- Can bite 

Tech showcase, still a great drive - Limited choice of colours? 


★★★★★ 

★★★★-A- 



Lighter and more powerful 
than the Diablo SV, the 
GT was once the world’s 
fastest production car 


Lamborghini Diablo GT 

Measured in pure performance terms, the wildest Diablo 
certainly delivers the goods: O-lOOkm/h in about 3.9 seconds 
and a top speed of 338km/h. Carbon composite bodywork 
surrounds the GT’s tubular steel frame and peels 70kg from 
the aluminium-bodied SV’s kerb weight, helping the GT 
accelerate, change direction and stop noticeably better. 


The sheer power makes it easy to break traction in turns. 
Holding a powerslide at low speeds is not difficult, but it is 
not recommended at high speed. Overtaking slower cars, 
meanwhile, is like taking part in a computer game. For the 
committed acceleration junkie, the GT is a 423kW fix. Make 
no mistake, this devil of a car has one heck of a soul. 
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Aitofspeed 



Porsche Carrera GT centre-locking wheel nuts 

by RICHARD LANE | PHOTOGRAPHY by DAVE SMITH 


REMEMBER MY FIRST CARRERA GT 

sighting iike it was yesterday. Resting behind the convex 
giass fagade of Porsche’s fiagship deaier in Stuttgart, the 
siiver mass of adoiescent want was enough to momentariiy 
strangie my unbroken voice and deiiver a near-iethai dose 
of adrenaiin into my bioodstream. it was eariy 2004, so this wouid have 
been one of the first - possibiy even the first - GT off the iine. 

i was stupefied. This was unexpected exotica so fresh the paint was 
stiii damp and so extreme that other cars in the showroom dissoived into 
nothingness, i can vividiy recaii the rified exhaust tips, the distended 
abdomen, swoiien with 5.7 iitres of Fl-derived VIO, and the pecuiiar 
roofiine. But as i gravitated to the window it was the ruby speck at the 
heart of each vast, Fuchs-inspired aiioy wheei that ieapt out. These, it 
turned out, were magnesium centre-iocking nuts pinning the wheeis on 
what may weii go down as Porsche’s finest road-going hour. Physicaiiy 
modest, they were thrust into reiief by their understated surroundings. 

i’d soon discover that the ruby roundeis were compiemented by topaz- 
coioured pieces on the other side. Cooi, i thought. Very. Cooi. Except this 
being Porsche there was nothing so frivoious as ‘cooi’ about it - the nuts 


were different coiours oniy because their heavy trapezoidai thread was 
designed to run contrary to the direction of travei for security. As such, 
a nut designed for the right-hand side of the car (in biue) wouidn’t go 
on the ieft-hand side and vice versa. Coiour-coding saved mechanics the 
expense of finding out they’d got it wrong with a 600Nm torque gun. 

The idea with centre-iocking nuts, of course, is to faciiitate iight- 
speed wheei changes in competition, so the Carrera GT’s are technicaiiy 
frauduient. But if you want to be a kiiijoy then you can aiso discount the 
kiin-dried ceramic ciutch and fioor-hinged aiuminium pedais. And feei 
free to gioss over the fact that the car had a proper roiiing chassis - 
making it fuiiy functionai without its bodywork - never mind that it was 
buiit out of the stiiiborn Le Mans ‘9R3’ prototype. 

in any case, a reduction in unsprungand rotationai mass isjustification 
enough for these pretty nuts, ifyour name’s Rdhri, that means a noticeabie 
improvement in steering response and agiiity. For owners, meanwhiie, it 
means a beautifuiiy forged iocking nut made of high-strength aiuminium 
in the tooi kit (one wonders how many of these have seen action) and 
the assurance that whiie some iow-iife might manage to make off with 
the entire car, they certainiy won’t be ieaving it propped up on bricks. □ 



eVO NEXT MONTFH Trophy-R v Type R v Sub8 Ultimate 

ON SALE MONDAY NOVEMBER 2 D Lotus Elise 20th anniversary O Cayman GT4 at Phillip Island O Peugeot 308 GTI 
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TIMING FOR 


CHAMPIONS 


The Dakar - The world's greatest car 
race and human adventure. The new 
Edox Chronodakar III Limited Edition 
is made of the strongest titanium. The 
Chronodakar III Limited Edition is a 
lOOO’-piece Limited edition and reflects to 


perfection the attributes of the world's 
greatest drivers: sound, robust and reliable. 
Edox is the official timekeeper for the 
Dakar Rally, the Extreme Sailing Series^” 
and the World Curling Federation 
(WCFK Edox - Timing for Champions. 



H 

EDOX 

Maitre Horloger - Les Genevez 
depuis 1884 
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Thrill Instructor. 


The all new Mercedes-AMG GLE 63 S Coup6. You haven’t felt true power until you've 
been behind the wheel of the all new Mercedes-AMG GLE 63 S Coupe. With breathtaking 
agility and the acceleration of a sports car, united with the power and poise of an SUV, 
it’s a thrill seeker’s dream. And with a heart racing 5.5 L V8 Biturbo 430 kW engine, the 
dominant roar of AMG will transcend all others on the road. Find out more from your 
authorised Mercedes-Benz dealer. www.mercedes43enz.com.au/SUV 
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